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CHAPTER Xni 

ALL^BJkXL RATES EASTBOUND 

Class Rates 

A comparison of the groupings of Trunk Line and 
New England territories as shown on Maps 5 and 7 
of the Atlas of Railway Traffic Maps, will disclose, in 
addition to the irregularity of the groupings, several 
more groups under the eastbound adjustment not s^wn 
on the map for westbound rates, the more important of 
which are the Rockland, Me., and Stanstead, Que., 
groups. However, this difference in the grouping does 
not always result in a difference in rates, since the 
rates from a great part of the percentage territors'- to 
both Rockland and Stanstead are made the same as 
the rates to Boston. From short-haul points, that is> 
from those on the eastern border of the percentage 
groups, owing to the exaction of minimum rates, which 
are made the same as interior percentage group points 
beyond, there is a difference in the rates established to 
the respective groups. ' 

Until the general advance in freight rates in this 
territory was authorized, in 1914, there was, owing to 
a difference in the rule for the disposition of frac- 
tions, a difference in the rates from the percentage 
groups to New York as compared with the rates from 
New York to the same percentage groups. 

In availing themselves of the increase sanctioned, 
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162 FREIGHT RATES— OFFICIAL TERRITORY 

the carriers established a new rule for the disposition 
of fractions® and made it applicable on both east and 
westbound traffic, with the result that the rates, both 
east and westbound between New York and Chicago are 
the same. Consequently the rates shown in Table 17 
usually apply also from the various percentage groups 
to New York although, as previously explained,® the 
outlines of the groups are not the same for both 
adjustments. 

In Table 21 we have taken Chicago as a representative 
point of origin and have shown the rates applying there- 
from to various eastern seaboard and interior basing 
points. 

TABLE 21 



AiJi-RAiL Rates peom 


Chicagk) to 


Eastern Base Points 




Governed by Official Classification 
















Bates 


IN Cents per 100 Pounds 




From Ch 
To 


[CAGO 




























Classe 


s 








■ 


1 


2 


B25 


3 


B26 


4 


5 


6 


B28 


New York 


...N.Y. 


90 


79 


67 


60 


48 


42 


36 


30 


48.5 


Boston 


Mass. 






















Rockland . . 


. .Me. 


■ 


97 


85 


72.5 


65 


52 


46 


39 


32 


52.6 


Stanstead . 


. .Que. J 






















Philadelphia 


... i^On 


88 


77 


65.5 


58 


46.5 


40 


34 


28 


46.5 


Baltimore . 


. . . . Md. 


87 


76 


64.5 


57 


45.5 


39 


33 


27 


45.5 


Albany . . . 


...N.Y. 


86.5 


76 


64.5 


59.5 


46 


40.5 


34.5 


29 


46.5 


Utiea 


...N.Y. 


81 


71 


60.5 


54 


43 


38 


32.5 


27 


43.5 


Syracuse . . . 


..N. Y. 


72 


63 


53.5 


48 


38.5 


33.5 


29 


24 


38.5 


Rochester . , 


.N. Y. 1 






















Mt. Morris. 


.N.Y. 


> 


66.5 


58.5 49.5 


44.5 


35.5 


31 


26.5 


22 


35.5 


Emporium . . 


..Pa. 






















Cumberland . .Md. 
Elkins ...W. Va. 1 




72 


63 


53.5 


48 


38.5 


33.5 


29 


24 


38.5 


Norfolk . . . 


..Va.T 




















Bichmond . 


..Va. \ 


87 


76^ 


164.5 


57 


45.5 


39 


33 


27 


45.5 


Lynchburg 


...Va. 





















The rates to points other than New York are estab- 
lished in conformity with the basis set forth in Table 
22, and to illustrate the working of these formulas, the 
individual items comprising the table will be taken up in 
their order. 

(Dr^art 2, p&ge 2T, footnote 1. 
(Dl'art 2, page 98. 
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TABLE 22 

Basis for Construction of EIastbound Class Raiss from 

Percentage Territory to Trunk Linb Base Points 






To 
Eastern 
Gboups 



From 
Per- 
centage 
Groups 



Rates or Arbitrariss in 
Cents per 100 Pounds 

Classes 



1 



«> 



G 



Remarks 



1 


New 




York, 




N.Y. 


2 


Boston, 




Mass. 


3 


Rock- 




land, 




Me. 


4 


Stan- 




stead, 




Que. 


5 


PhUadel> 




phia, 




Pa. 


() 


Balti- 




more, 




Md. 


7 


Albany, 




N.Y. 


<S 


Utica, 




N.Y. 


9 


Syracuse, 




N.Y. 




Roches- 




ter, 




N.Y. 


10 


Mt. Mor- 




ns, 




NY. 

1 



100 



60 
66i-120 



60-120 



60-120 



60 
66i-120 

60 
66i-120 



a 
b 



©6o| 
66}-120 



©ea 



a 



66J-71 

72-78 

79-100 

Over 100 



©60j b 

66f71 

72-78 

79-100 

Over 100 



©60- 



a 
b 

®66f-71 
72-78 
79-100 

Over 100 



90 79 60 42 36 30 



5 

7 



6 
2 



6 
3 



4 
4 
4 
3 
3 



4 
6 



6 
2 



6 
3 



3 
3 
3 
3 
3 



3 
5 



3 
4 



2 

2 



2 
2 



3 
3 



3 
3 



2 
2 
2 
2 
2 



2 
2 
2 
2 
2 



2i 
3 



2 
2 



2 
2 



2 
2 



3 
3 



3 
3 



) 



Base scale 



Higher than New 
York 



Same as Boston, ob- 
serving Cleveland- 
Boston rates as 



Same as Boston, ob- 
serving Toledo- 
Boston rates as 



minima 



Less than New York 



Less than New York 



85)% of 

92 1 New 

100 [York 

96 J rates 



80 
85 
92 
83 
87 
90 
91 



%of 

New York 
rates 



75 
78 
84 
74 
76 
80 
84 



%of 

New York 
rates 



55 
62 
72 
68 
68 
74 
76 



% of New 
Yofk lates 
but not 
less than 
arbitraries 
over Buf- 
falo rates 
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TABLE 22— Cobtinued 



1 


To 
Eastern 
Groups 


From 
Per- 
centage 
Groups 


Rates or Arbitrariss in 
Cents per 100 Pounds 




Classes 


Remarks 




12 3 4 5 6 




11 


®Chim- 
berland, 
Md. 


®60 

66i-71 

72-78 

79-120 

Over 120 




Arbitrary rates 
74] 

76 %ofNewYork 
80[ rates 

82j 


12 


Belington- 
ElkinR, 
W.Va. 


60-120 


Cumberland rates 

but not less than 

48.1 40.8 30.3 20.9 17.8 14.6 




13 


©Virginia 
Cities 
and 
Stras- 
burg 
groups 


60-120 




®®© 
Same rates as to 

Baltimore 



^Varsrinff percentages are established fk-om points in the 60 per cent group. 

0Gentrar Freight Association legislation provides the following rates Arom 
points shown below, subject to the rates from same points of origin to Johnstown, 
Pa., as minima. . 



Fbom 

Brocton N. Y. ] 

Butler Pa. 

Oorry Pa. 

Dunkirk N. Y. 

Brie Pa. 

Falconer Jet N. Y. 

Franklin Pa. 

Irvineton Pa. 

Jamestown N. Y. 

Mayville N. Y. 

Meadvllle Pa. 

Oil City Pa. 

TitusvUle Pa. 

Union City Pa. 

Warren Pa. 

vv estneiu .N. x . 



Rates in Cents peb 100 Pouwdh 
Classes 



6 



48.5 



41 



32.6 



24 



17 



18.0 



0The rates to the Cumberland group may not be less than to the Johnstown 
group from the same percentage points in any case. 

®The Virginia Ciues are Burkeviile, Kilby. Lynchburg, Norfolk, Petersburg, 
Pinners P(^t, Richmond. Roanoke, and Suffolk. The stations grouped as the 
Strasburg group on Map 7 take the same rates as the Virginia Cities, but the 
Strasburg stations are not dsted as Virginia Cities in the tariffs. The Virginia 
Cities group shown on Map 7 includes the points that take the same rates as the 
Virrinia Cities listed in this note. 

©Except that firom points taking (1 ) less than 77 per cent of the Chicago- 
New York rates and (2) higher tnan 77 per cent of the Chicago-New York 
rates which are located on, and east of, the N. & W. Ry., Columbus, Ohio, to 
Portsmouth, Ohio, and south of the P. C. C. A St. L. Ry., Columbus, Ohio, to 
Steubenville, Ohio, inclusive, rates are not less than the rates firom Columbus, 
Ohio, to Baltimore, Md. 

01n no case will the through rate exceed the published rate to Baltimore, 
Md7, except that on traffic ori^ating south of the Ohio River and east of that 
portion or the Mississippi River extending from Cairo, 111., to New Orleans, La., 
the arbitraries named must be added to the rate to Pittsburgh regardless of the 
rate to Baltimore. 

0Rates to Strasburg will in no case be less than rates to Richmond, Va. 

mThe first-class arbitrary from Mercer. Pa., and Stoneboro, Pa., is foiu* (4) 
cents. 
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Item 1 of the above table shows the class rates from 
the 100 per cent territory (Chicago) to New York. This 
dass scale is used as a basis for class rates from 
western percentage territory to eastern groups in Trunk 
Line and New England territories. 

To many of the destinations, the rates from the 60 
per cent group are varying percentages to be appUed 
therefrom owing to the subdivision of this group. 
This adjustment, owing to its many ramifications, will 
be taken up in the last part of this treatise, and the 
present discussion of rate making confined to those 
groups taking 66% per cent to 120 per cent, inclusive, 
of the base scale. 

To Boston, Mass., and Boston Rate Points. — Contrary 
to the principle employed in establishing v^stbound 
rates from Boston, previously discussed, whereinto the 
greater part of percentage territory New York rates 
are applied from Boston, the rates from all points in 
percentage territory to Boston are made by the addi- 
tion of fixed arbitraries. These figures are added to 
whatever rate is established from the percentage group 
in question to New York. Table 22 indicates that the 
rates from Chicago to Boston are the following arbi- 
traries over the rates established to New York: 

Classes 1 2 3 4 5 6 

Rates 7 6 5 4 3 2 

These are the figures indicated in item 2 of Table 22 
for the 100 per cent group. 

To Rockland, Me., and Points Taking the Same Rates. — 
The same formula that was applied in establishing 
the rates to Boston, is employed in establishing rates 
to Rockland, Me., and points basing thereon, with the' 
proviso that in no event are the .rates to be less than 
the rates established from Cleveland (a 71 per cent 
point) to Boston, Mass. 
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For example, 71 per cent of the Chicago-New York 
rates yields the following figures for the respective 
classes ; 



Glasses 


1 


2 


3 


4 


5 


6 


Kates 


64 


5e 


42.5. 


30 


25.5 


21.5 



The addition of the Boston arbitraries indicated in item 
2 of Table 22, results in the following through rates from 
the 71 per cent group to Boston : 



Classes Jl 2 3 4 5 6 

Botes 71 62 47.5 34 28^ 23.5 



As the rates established under the sauie principle from 
all groups taking less than 71 per cent of the Chicago- 
New York rates would be lower than these indicated, 
the 71 per cent Boston rates are held as minima from 
all points east. It will be noted that the haul to the 
Rockland group is, in all instances, much longer than 
the average haul to the Boston group, which accounts 
for the application of the minima. 

Particularly as concerns the northern part of New 
England Territory freight traffic is very light, to say 
the least, the bulk of the tonnage being accounted for 
in movements of forest products which of necessity must 
carry low rates in order to encourage their movement, 
and the application of the minimum rates, so far as 
general merchandise traffic is concerned, in some measure 
offsets the expense incurred in affording this service. 
Consequently, many of the smaller lines and branch lines 
of trunk line' systems as well, adjust their rates to points 
on such lines bv the addition of fixed local rates to the 
base-point rate. 

The Bangor & Aroostook Railroad, running in a 
northwesterly direction from Bangor through the State 
of Maine to St. John, Me., provides for the addition to 
the rates currently applicable to Rockland, Me. (Boston 
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tate point) of rates on ascending scales, as the distance 
from the base point becomes greater, till, at St. John, 
the scale is as follows : 

aasses 12 3 4 5 6 B25 B26 R28 

Rates 49 43 38 32 26 23 43i' 38^ 38^ 

1 Second-class rate, used arbitrarily for R25 traffic. 

2 Third-class rate, used arbitrarily. 

This makes the first-class rate from Chicago to St 
John $1.46 and the sixth-class rate 55 cents for one 
hundred pounds, the rates to other stations on the line 
varying from 14 cents to 49 cents above the established 
rates to Boston on first-class freight and from 4.5 cents 
to 23 cents on sixth-class freight, the sixth-class arbi- 
trary of 23 cents being almost as much as the rate on 
that class from Chicago to New York, the last-named 
rate being only 26.3 cents. 

The eastbound rates from Central Freight Associa- 
tion Territory to northern Maine as affecting the theory 
that rates should be the same in both directions may 
appear unreasonable in comparison with the westbound 
rates. The westbound rates, however, were made the 
same as those from New York to enable the New Eng- 
land factories to compete with those of the New York 
group and to meet water competition from the New 
England ports. The same necessity for granting 
extremely low eastbound rates does not exist, since 
northern Maine, lying well east of New York, is sparsely 
settled and served by railways of light tonnage. The 
Rockland rates, plus the 49 cents on first-dass freight, 
are probably not unreasonable on shipments from Cen- 
tral Freight Association Territory to St. John, a town 
in extreme northern Maine. The extraordinarily low 
westbound rates are made to hold the industries and 
the freight on the New England lines. 

Industrial competition and water competition are 
important factors in forcing the low westbound rates. 
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The eastbound rates are reasonable while the west- 
bound rates are abnormally low. 

Commissioner Charles A. Prouty, of the Interstate 
Commerce Commission in the New England investiga- 
tion, wrote the following paragraph concerning freight 
rates in New England Territory: 

The long distance rates which New England enjoys are gen- 
erally very favorable to that locality . . . rates upon the 
products of New England to markets of consumption in other 
parts of the country are unusually low. This is sometimes due 
to the voluntary acts of the carriers in order to put the manu- 
facturer of New England upon a competitive basis with the near 
producing point of which paper is an illustration. The rate on 
that commodity from producing points in Maine to Chicago is 
20 cents per 100 pounds for a haul of approximately 1,300 miles. 
Most of the low long distance rates from New England are, how- 
ever, due to water competition. This is the case with those to 
the Pacific Coast and with those to interior territory contiguous 
to the Pacific Coast which is affected by that competition. This 
is also true of the great mass of rates into the southwest and 
even into the central west.- 

To Stanstead, Que., and Points Taking the Same 
Rates. — In constructing rates to points in this group 
and points basing thereon, the same general procedure 
is employed as in the Bockland adjustment, subject, 
however, as minimum rates, to those that may be estab- 
lished from Toledo (a 78 per cent point) to Boston, 
the class rate from the 78 per cent group to Boston, 
being as follows: 



Classes 


1 


2 


3 


4 


5 


6 


Rates 


77 


67.5 


52 


37 


31 


25.5 



Philadelphia, Pa., Baltimore, Md., and Points Basing 
Thereon. — ^As is the case in the westbound adjustment, 
rates from percentage groups to Philadelphia and 
Baltimore are adjusted on a differential basis with 
regard to such rates ae may be established to New 
York. The dif5ferentials themselves, however, are not 



mtm 
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on the same measure, being lower on both first and 
second classes, resulting from a compromise between 
the Philadelphia and Baltimore interests, on the one 
hand, and the New York interests, on the other. 

In the application of these differentials, it will be 
noted that, except from 60 per cent points, the rates 
on all classes to Philadelphia are uniformly 2 cents 
under New York rates, while Baltimore, in turn, is 
1 cent under Philadelphia, or 3 cents under New York. 

Albany, N. Y., and Points Basing Thereon. — To the 
so-called ** interior ^^ base points, of which Albany, 
N. Y., is the first, there is a radical departure from 
the method employed in establishing westbound rates 
and in practically no instance will the rates be the same 
from and to the same percentage groups. For example, 
the fourth-class rate from Cincinnati to Albany is not 
the same as the fourth-class rate from Albany to Cin- 
cinnati. 

Under the basis set forth in item 7, Table 22, where it is 
desired to construct the rates from Cincinnati, Ohio (an 
87 per cent point) to Albany, N. Y., the rates from 
Cincinnati to New York would first be constructed by 
taking 87 per cent of the Chicago-New York rates, 
resulting in the following scale: 

Classes 1 2 3 4 5 6 

Rates 78.5 68.5 52 36.5 31.5 26 

and then, in turn, taking 96 per cent of these figures, 
obtaining the following as a final result : 

Classes 1 2 3 4 5 6 

Rates 75 66 50 35 30 25 

which are the rates from Cincinnati to Albany. 

Utica, N. T., and Points Basing TAereon.— The same 
principle is employed in the establishment of rates to 
TJtica. From percentage groups, however, rates are not 
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blanketed to the same extent as in the Albany adjust- 
ment, but are fixed on increasing percentages which 
ascend conforming, in some degree, to the increase in 
the length of the haul involved. That is, while the 
rates from Youngstown (a 66% per cent point) are 
made 83 per cent of the New York rates from that 
point, the rates from Cairo, 111. (a 120 per cent point) 
are made 91 per cent of the New York rates from 
that point. 

Under the application of the foregoing basis, the 
rates from Ft. Wayne, Ind. (a 90 per cent point) to 
Utica, are as follows : 



Classes 


1 


2 


3 


4 


5 


6 


Bates 


73 


64 


48.5 


34 


29.5 


24.5 



Syracuse, N. Y., and Points Basing Thereon. — ^In this 
group, owing to the diminishing length of haul, the per- 
centages applied from the various percentage groups are 
not as great as to the base groups (Albany and Utica) to 
the east. 

Current rates made under this adjustment from Elyria, 
Ohio (a 76 per cent point) are as follows : 



Classes 


1 


2> 


3 


4 


5 


6 


Bates 


52 


45.5 


35 


23.5 


20.5 


17.5 



To Rochester, N. Y.,Mt. Morris, N. Y., and Emporium, 
Pa,, and Points' Basing Thereon. — This group takes in 
these three points for .the reason that in the development 
of the eastbound billing instruction and the bases for 
rates, there was a lack of uniformity in designating the 
group, one line calling it the* 'Emporium Group,* ^another 
the *'Mt. Morris Group,** and still others, the **Bochester 
Group, * * so in order to cover all of the groups, the indi- 
vidual names have been perpetuated. The territory in- 
volved, however, is that indicated on Map 7 in the 
Rochester grouping. 
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It will be observed from this map that the group is 
separated from the percentage groups only by the 
margin marking the Buffalo group, and, as concerns 
short hauls, rates are to be made on an alternative 
basis, namely, a percentage adjustment or certain 
arbitraries over the Buffalo rates. That is, if the 
application of the percentage indicated in the table 
opposite the corresponding group yields a lower rate 
than obtains by adding the arbitraries indicated to the 
rates to Buffalo from the same point of origin, the 
latter basis is to govern. 

For example, the rates from Youngstown, Ohio (a 
66% per cent point) to New York, are as follows: 

Classes 1 2 3 4 5 6 

Bates 60 52.5 40 28 24 20 

and to Rochester, the rates are to be made under the per- 
centage principle 63 per cent of these figures, which is as 
follows : 

Classes 1 2 3 4 5 6 

Bates 38 33 25 17.5 15 12.f 

The rates from Youngstown to Buffalo are as follows: 

Classes 1 2 3 4 5 6 

Bates 32 28 21 15 11 10 

and the addition of the arbitraries indicated in item 
10 of Table 22 to these rates, results in the following 
figures : 

Classes 1 2 3 4 5 6 

Bates 35 31 23 17 12 11 

but as the percentage basis yields a higher rate, it is 
applied. 

It might be said, in passing, that the arbitrary adjust- 
ment will apply only on very short hauls from points in 
the 60 per cent group to points in the Rochest^r-Mt. 
Morris group. 
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Cumberland, Md., and Points Basing Thereon. — ^In 
this adjustment we have a still different phase of rate- 
making, in that from the short-haul group, 60 per cent 
specific rates, which are not made on a fixed basis, being 
adjusted with regard to the rates prevailing from more 
distantly located percentage points, have been arbitrarily 
established by the interested lines, and as the long-and- 
short-haul clause is observed, the rates so established do 
not exceed those from more distant points. 

From the other groups, 66^^ per cent and over, the 
rates are made from ascending percentages which are 
the same, as will be noted, as obtain in the Syracuse, 
N. Y., adjustment from the same groups, with the 
exception of points in groups over 100 per cent. 

Current rates in effect from Lansing, Mich, (a 95 
per cent group) to Cumberland, are as follows: 

Classes 1 2 3 4 5 6 

Rates 68.5 60 45.5- 32- 27.5 23 

Belington and Elkins, W. Va., and Points Basing 
Thereon. — The same formula is observed in constructing 
the rates to this group of stations as in the Cumberland 
adjustment, with the proviso that no rates are to be 
established which are less than the 48.1-cent scale indi- 
cated in item 12 of Table 22. 



\ 



CHAPTER XIV 

ALL-RAIL RATES EASTBOUMB— Co]itin««d 

Commodity Bates 

As the class rates to eastern destinations are based 
upon the rates established to New York, so likewise are 
the commodity rates adjusted on a fixed relationship 
to such rates as may be established to New York, in 
so far as commodities which have a general authoriza- 
tion are concerned. These rates are applied from and 
to all points in the respective territories. 

A comparison of the bases used in establishing class 
rates with those prevailing under the commodity adjust- 
ment indicates that, in many cases, they are identical, 
the same arbitraries or percentages being employed. 



TABLE 23 

Oenebal Basis for Commodity Bates on Domestic Shipments 

FROM Percentage Territory (Map 6) to Eastern Groups in 

Trunk Line and New England Territories (Map 7 )^ 



H 


To Eastern 
Qboups 


Fbom 
Per- 
centage 
Points 


General Basis for Commodities 


1 


Boston, Mass. 


60-122 

m 


(1) When a commodity rate to New 

York is the same as a class rate, 
the commodity rate to Boston will 
be made the same arbitrary over 
the New York commodity rate as 
is applied in determining the class 
rate to Loston (Table 22, item 2) 

(2) When a commodity rate to New 

York is not the same as a class 
rate, the commodity rate to Bos- 
ton will be made the same arbi- 
trary over the New York commod- 
ity rate as is applied in determin- 
ing the next higher class rate to 
Boston (Table 22, item 2)' 
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TABLE 23— Continued 

General Basis fob Commodity Rates on Domestic Shipments 

PBOM Percentage Territory (Map 6) to Eastern Groups in 

Trunk Line and New England Territories (Map 7) 



•-• 


To lliASTEBN 

Groups 


Fbom 

Peb- 

centaoe 

Points 


Basis fob Rates ix Carloads 


2 


Rockland, Me. 


60-120 


Same as to Boston but not less than 
from Cleveland, Ohio, to Boston 


3 


Stanstead, Que. 


60-120 


Same as to Boston but not less than from 
Toledo, Ohio, to Boston 


4 Philadelphia, Pa. 


60-120 


Two cents under New York rates 


5 Baltimore, Md. 


60-120 Three cents under New York rates 



6 


Albany, N. Y. 


60-120 


(1) When a commodity rate authorized 

to one eastern point is also au- 
thorized as a basis to other east- 
ern points, the commodity rates to 
Albany will be made on the per- 
centage of the New York rates 
which govern the class rates to 
Albany (Table 22, item 7) 

(2) When a commodity rate authorized 

to one eastern point is not spe- 
cifically authorized as a basis to 
other eastern points, no change 
will be made to Albany, except 
where necessary to conform to the 
long-and-short-naul clause of the 
Interstate Commerce Law 


7 


Utica, N. Y. 


60-120 


Same rule as above, with use of percent- 
ages in item 8 of Table 22 


8 


Syracuse, N. Y. 


60-120 


Same rule as above, with use of per- 
centages in item 9 of Table 22* 


9 


Rochester-Mt. 
Morris, N. Y. 


60-120 


Same rule as above, except percentages, 
notes, and arbitraries of item 10, Table 
22, apply* 


10 


Cumberland, Md. 


60 


Specific rates not higher than from 66 ^ 
per cent points ana not lower than to 
Johnstown 


1 


661-120 


Same basis as for class rates (Table 22, 
item 11)* 


11 


Belington-Elkins, 
W. Va. 


60-120 


Same rates as to Cumberland, Md.* 


12 


Virginia Cities 


(•) 


Baltimore rates 6ut not less than from 
Columbus, Ohio, (77 per cent group; 
to Baltimore 




(') 


Baltimore rates 

• 



I 
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TABLE 23— Continued 

^Petition No. 1 for Relief from the Fourth Section of the Act to Regrulate 
Commerce, filed by the a^rent of the Central Freight Association with the 
Interstate Commerce Commission, 1910 ; Pennsylvania Lines, Circular No. 10. 

Example: If a commodity rate of 32 cents per 100 pounds is authorized 
from Chicago, 111., to New York. N. Y., which is not a class rate (the next 
higher class rate to New York bein^ 36 cents per 100 pounds fifth-class), 
the rate to Boston would be ascertained by using the fifth-class arbitrary, 
thus establishing the rate, Chicago to Boston, at 35 cents. 

*(1) When eastbound rates on any commodity are on a basis of less than 
21 cents per 100 pounds from Chicago to New York, the minimum rates from 
all points in Central Freight Association territory, taking 66^ per cent, or 
higher, to the Rochester and Syracuse groups are the rates applicable from 
the same points to Baltimore, Md. ; and the maximum rates are those appli- 
cable on the same commodities under the class rates. 

(2) When eastbound rates on any commodity are on a basis of 21 cents 
or higher per 100 pounds from Chicago to New York, the rates are scaled on 
the authorized percentages shown on Map 6 , but the minimum rates from 
all points in Central Freight Association territory, taking €6%. per cent, or 
higher, to the Rochester an4 Syracuse groups are the Baltimore rates 
from the same points on the basis of 20^ cents per 100 pounds from 
Chicago to New York, or 17^ cents from Chicago to Baltimore; and the 
maximum rates are those applicable on the same commodities under the class 
rates. 



For example, when the rate from Chicago to New York is 21 cents per 

7% cents, and from 13' 
per cent points to Rochester, 19.6 cents, which are the rates to Baltimore, 



100 pounds, the rate from Chicago to Rochester is 17^ cents, and from 110 



5 


6 


C. L. 


C. L. 


17.8 


14.6 



Md., from the same points on a basis of 20 ^/^ cents per 100 pounds from 
Chicago to New York. 

The minimum rates specified in sections (1) and (2) do not apply to 
points that take Pittsburgh rates plus arbitraries, from 60 per cent points to 
Rochester and Syracuse groups, nor on articles taking brick rates. 

*On grain, grain products and by-products of grain, rates will be made 
uniformly one-half cent less than current rates to Baltimore, Md., observing 
rates to Johnstown, Pa., as minima. 

'Minimum rate on all commodities taking specific rates, except iron and 
steel articles, new iron and steel rails, iron and steel railroad cross ties, and 
oil, is the Columbus, Ohio, to Cumberland rate, subject to a minimum rate of 
10.8 cents per 100 pounds. On oil, the minimum rate is 16.2 cents, on new 
iron and steel rails, and iron and steel railroad cross ties the Usual arbitraries, 
as per fast-freight-line hand books, above current rates from Pittsburgh, Pa., 
and on iron and steel articles, when classified as follows: 

Classes 4 5 

L. C. L. L. C. L. 

Cents per 100 pounds 20.9 17.8 

•Prom percentage points specified in footnote 5 of Table 22. 

^From percentage points other than those specified in footnote 5, Table 22. 

As a prelude to the discussion of the various items 
comprising the foregoing table, it is appropriate to 
state that the proper differentials to add or deduct 
(where differential adjustments are authorized) may 
readily be determined by comparing the commodity rate 
from Chicago to New York with the class rate estab- 
lished from Chicago to New York. The general rule 
is, that when the commodity rate is not the same as 
the class rate, the differential for the next higher class 
is employed. Thus, if a commodity rate of 30 cents 
were established from Chicago to New York (this being 
only slightly higher than the sixth-class rate) the sixth- 
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class differential would not be used, but the differential 
for the fifth-class rate applied instead, as this is the 
next higher class. 

Where, however, there are established conunodity 
rates which are the same as class rates, the correspond- 
ing class differential is deducted, or, in other words, if 
a commodity rate were made which was the same as the 
second-class rate from Chicago to New York, the second- 
class differential would be added or subtracted as 
provided in Table 23. To assist in the following dis- 
cussion representative commodity rates from western 
points of origin to New York, N. Y., have been repro- 
duced in Table 24. 

To Boston, Mass., and Points Basing Thereon. — On 
domestic traffic, rates to Boston are made certain figures 
or arbitraries higher than the rates that obtain to New 
York. 

In connection with the explanation of the relationship 
of freight rates that is given here and elsewhere through- 
out the treatises on freight rates, two points should 
be given special attention: (1) Careful note should 
always be made as to the exact provisions that are made 
for the construction of freight rates and (2) very 
accurate application of these provisions must always 
be made. This is particularly true in cases where the 
provisions are somewhat complicated. 

For some purposes approximate figures are good 
enough, but in the construction of freight rates it is 
generally the case that the exact rate is what is wanted. 
A mistake of one cent or a fraction of a cent on a 
freight rate is often the difference between getting or 
losing business or between making or losing money 
on certain business. 
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It will be noted that the first item of Table 23 
refers to Table 22, item 2 (or the class-rate adjust- 
ment) for the bases to apply in connection with the 
estabishment of commodity rates to Boston. Accord- 
ingly, if a commodity rate of 21 cents were established 
from Chicago to New York, the rates on the same com- 
modity to Boston, (if it had a general authorization) 
from Cincinnati, Ohio, would be made in the first 
instance by taking 87 per cent of 21 cents, producing 
18.3 cents as the rate from that group to New York. 
As the 21-cent base rate is lower than the sixth-class 
rate, the sixth-class differential would be added to this 
rate, making a through rate of 20.3 cents from Cincin- 
nati to Boston. 

If, however, a commodity rate were established remov- 
ing the application of, say, the normal third-class adjust- 
ment and establishing new rates on the basis of fourth- 
class rate, or 36.8 cents, the rates from the 60 per cent 
group would be made by taking 60 per cent of this 
figure, producing 22.1 cents as the rate to New York, 
and adding thereto the fourth-class differential of 3 
cents as indicated in item 2 of Table 22. 

To Rockland, Me,, and Stanstead, Que, — The second 
item also outlines the basis for the construction of rates 
to Rockland, Me. It is necessary, however, in this par- 
ticular adjustment, to maintain as minimum rates those 
established from Cleveland, Ohio (a 71 per cent point) 
to Boston, Mass. A similar requirement will be recalled 
in connection with the class-rate adjustment. 

What has been said in connection with Rockland, Me., 
is true with regard to the establishment of rates to 
Stanstead, Que., with the modification that the minimum 
rates are to be not less than those made from Toledo, 
Ohio (a 78 per cent point) to Boston, Mass. For 
instance, if the rate on a commodity having a basis of 
21 cents from Chicago to New York were desired from 
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Cleveland, Ohio, to Stanstead, Que., the rate would first 
be computed from Cleveland to Boston, which would be 
done by taking 71 per cent of the Chicago-New York 
rate, resulting in a rate of 14.9 cents, to which would 
be added the Boston arbitrary, making a through rate of 
16.9 cents. The rate from Toledo, Ohio, however, is 78 
per cent of the Chicago-New York rate, or 16.4 cents, 
plus 2 cents, or 18.4 cents, and inasmuch as the Cleve- 
land normal rate is less than this basis, it must be 
increased to the same figure as applies from the 78 per 
cent group. 

The reason for this procedure was set forth, in gen- 
eral., in connection with the class-rate adjustment, and 
it is unnecessary to repeat it at this time. 

To Philadelphia, Pa., and Baltimore, Md. — The con- 
struction of commodity rates to Philadelphia merely 
involves the subtraction of the differentials indicated in 
item 4 of Table 23 from the New York rates from the 
respective percentage group, and it is therefore subject 
to no complication. 

To Baltimore, Md. — ^What was said with reference to 
the rates to Philadelphia is true with regard to the rates 
to Baltimore, Md. It may be noted that the rates to 
Baltimore will in all instances be one cent per hundred 
pounds less than the rates to Philadelphia, which, in 
turn, are 2 cents less than the rates to New York. 

To Albany, N. Y. — To Albany, N. Y., on commodities 
which have a general authorization, or, in other words, 
which move from all points in percentage territory, the 
rates are established upon the same percentages as are 
used in connection with the establishment of class rates. 
Thus, if a commodity rate of 33 cents were established 
from Chicago to New York and the rates from East St. 
Louis, 111. (a 117 per cent point) were desired, the East 
St. Louis-New York rate would be first established, 
which would be done by taking 117 per cent of the Chi- 

QTable 22, item 2. 
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cago rate, producing 38.61 cents, or, under the rule for 
the disposition of fractions, 38.6 cents per one hundred 
pounds. Item 7 of Table 22 (to which item 6 of Table 
23 refers) indicates that, from the 117 per cent group 
to Albany, rates are to be made 96 per cent of the rate 
from the same group to New York, and, accordingly, 96 
per cent of the East St. Louis-New York rate, 38.6 cents, 
gives 37.05 cents, or 37.1 cents as the East St. Louis- 
Albany rate. 

As we have said in an earlier part of this treatise, fre- 
quently rates are authorized to apply only from specific 
points of origin, or, in other words, they have no gen- 
eral authorization, and in such cases rates are not estab- 
lished from any intermediate points except to remove 
such violations as may occur in so far as the long-and- 
short-haul clause in the Act to Regulate Commerce is 
concerned. 

To Utica, N. Y. — ^Inasmuch as Albany is more dis- 
tantly located and on the same line with Utica, it is only 
natural that the rates that are established to Albany 
influence in some degree the rates that are made to 
Utica. Consequently, the same rule with reference to 
authorized and non-authorized rates holds good with 
respect to this point. The establishment of rates under 
this basis involves the same procedure (with the substi- 
tution of the Utica percentages for the Albany per 
cent) as indicated in Table 22. 

To Syracuse, N. Y. — The same also holds good with 
respect to the Syracuse adjustment of rates. The Illus- 
tration given in connection with the adjustment of rates 
to Albany, N. Y., should suffice for this point as well. 

To Rochester and Mt. Morris, N. Y. — ^In so far as 
procedure is concerned, with respect to rates having a 
general authorization and those not, the same principles 
are applied to Rochester and Mt. Morris. These rates 
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are also based upon the percentages for the making of 
class rates indicated in item 10 of Table 22. This 
adjustment, however, is qualified to the extent that the 
rates so obtained must not be less than the rates that 
are established from the same point of origin to Balti- 
more, Md., when the commodity is rated on the basis of 
less than 21 cents per one hundred pounds, from Chi- 
cago to New York, and that if the rates are on the basis 
of 21 cents or higher, the minimum rates are to be the 
Baltimore rates from the same point on the basis of 
20% cents per hundred pounds from Chicago to New 
York, or 17i^ cents from Chicago to Baltimore. 

To illustrate this, assume that a commodity rate of 19 
cents per one hundred pounds were established from 
Chicago to New York and that the rate from Canton, 
Ohio (a 71 per cent point) to Rochester, N. Y., were 
desired. The rate from Canton to New York would first 
be constructed, which would be done by taking 71 per 
cent of the Chicago-New York rate, resulting in 13.49 
cents, or 13.5 cents, as the rate from Canton to New 
York. The rate to Rochester is then made in conformity 
with item 10 of Table 22 by taking 63 per cent of this 
figure, giving 8.5 cents as the rate under the normal 
adjustment. However, inasmuch as the base rate is 
less than 21 cents, it is necessary to ascertain what the 
rate is from the 71 per cent group to Baltimore, in order 
that it may be determined whether the 8.5-cent rate is 
lower than the minimum rate. Inasmuch as item 5 of 
Table 23 states that Baltimore rates are made 3 cents 
less than the New York rates, it is readily discerned 
that the Baltimore rate in this case is lOi/^ cents. Con- 
sequently, this figure would be applied instead of that 
obtained under the normal adjustment. 

To illustrate the second part of the qualification, taJke 
a rate of 22.1 cents, which is higher than the 21-cent 
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rate marking the dividing line in this particular adjust- 
ment. Rates from Cleveland would be made in iden- 
tically the same fashion as set forth in the preceding 
paragraph, and a rate of 9.9 cents from Cleveland to 
Rochester is obtained. This, however, is less than the 
Cleveland-Baltimore rate, which is made by deducting 
3 cents from the Cleveland-New York rate, 14.6 cents, 
on the basis of 20^ cents from Chicago to New York, 
or 11.6 cents. Consequently, the latter rate is applied. 

To Cumberland, Md. — ^In the Cumberland, Md., adjust- 
ment from the 60 per cent group, we have not only 
minimum rates prescribed, but maximum rates as well. 
Consequently, rates are made that conform thereto, 
observing that they are not less than the rates to Johns- 
town, or that they do not exceed the rates that are 
established from the 66i^ per cent group to Cumberland. 

From territory other than the 60 per cent group these 
rates are made on the same percentage of the Chicago- 
New York rate as applies in connection with the class- 
rate adjustment, with the exceptions noted. 

To Belington and Elkins, W. Va. — To Belington and 
Elkins, W. Va., the same basis as is applied in connec- 
tion with the Cumberland, Md., adjustment is extended 
to these points, with the exceptions noted. 

To Virginia Cities. — ^In the adjustment of rates to 
Virginia Cities there is, owing to the fact that the terri- 
tory is served by direct lines such as the Baltimore & 
Ohio Railroad, the Norfolk and Western Railway, and 
the Chesapeake & Ohio Railway, a so-called ** split 
basis'' applied from certain competitive groups on, and 
adjacent to, the Ohio River. The dividing line of this 
grouping is the line of the Norfolk and Western Rail- 
way from Columbus, Ohio, through Circleville, Chilli- 
cothe, and Waverly to Portsmouth, Ohio, and from all 
of the groups east of this line, rates are established 
which must not be less than the rates from Columbus, 
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Ohio (a 77 per cent point) to Baltimore, Md., the class 
rates under this adjustment being as follows : 



ClassQs 
Bates 



1 


2 


3 


4 


5 


6 


66.5 


58 


43 


29.5 


24.5 


20 



On class traffic, or commodities, established on a class 
basis, these figures must be observed as minima rates 
from this territory. For commodity rates (except on 
livestock) the Columbus-to-Baltimore rates are the 
minima. 

From destinations in groups north and west of this 
line Baltimore rates are applied. 



CHAPTER XV 

AIiI«.RAIIi RATES EASTBOUNB— CoatlnvMl 

Specific Commodity Adjustments 

In the case of many commodities, the competition 
between carriers, between like commodities and between 
centers of production and consumption has become so 
keen thai? coupled with the nature of the product, it 
has been found necessary to establish special rates and 
rate adjustments which digress, to some extent, from 
the percentage principle of rate construction as applied 
to classified traffic or general commodities. 

As a general proposition, from the railroad traffic 
manager's standpoint, the rates should be, and usually 
are, established which will insure each division of the 
traffic yielding its proportion of the transportation 
expense and which at the same time will permit an unre- 
stricted movement and the widest competition. 

This has been called ** making rates what the traffic 
will bear,'' and while this phrase has acquired some 
bad repute, there seems to be no term that so adequately 
fits the case. According to W. M. Ackworth, this phrase 
translated into railway language means this : 

The total railway revenue is made up of rates which, in the 
case of traffic unable to bear a high rate, are so low as to cover 
hardly more than actual out-of-pocket expenses which, in the 
case of medium-class traffic, cover both out-of-pocket expenses 
and a proportionate part of the unapportioned cost and which 
finally, in the case of high class traffic, after covering that 
traffic's own out-of-pocket expenses, leaves a large and dispro- 
portionate surplus available as a contribution towards the unap- 

184 
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portioned expense of the low^class traffic, which such traffic itself 
could not afford to bear. This, in principle and outline, is the 
fiiystem of charging what the traffic can bear. It is a sfystem 
which (the point must be reiterated) is, always has been, and, 
as far as we can see, always must be, adopted on all railways 
whether they be state enterprises or private undertakings. It is 
a system to the interests of the public because traffic is thereby 
made possible which could not come into existence at all if each 
item of traffic was required to bear not only its own direct 
expenses but its full share of all the standing charges. 

Stated in other words, if the rates applicable on grain, 
grain products, dairy products, live stock, and iron and 
steel and articles manufactured therefrom were adjusted 
on a simple distance scale, increasing in some relation 
as the distance increases, or if bulk and weight of 
articles were made the basis of charging, the rates thus 
obtained would become prohibitive and preclude the 
possibility of the movement and the marketing of these 
conmiodities from the more remote districts. A rate 
must be fixed for each commodity at which it will move. 
Bates on grain must be so adjusted as to insure to the 
farmer a rtetum for his labors and to make the raising 
of grain attractive and still enable it to be traded and 
sold at primary markets in competition with grain from 
districts more advantageously situated. If the rate on 
agricultural products were the same per ton as the 
rate on cutlery, not a bushel of wheat would move any 
great distance by rail for export. This fact was recog- 
nized in the shipping industry long before railroads 
were thought of .^ 

So we find that many of the commodities which accord- 
ing to their nature are highly competitive need low rates 
to influence their movement and that special commodity 
rates or rate adjustments have been established by the 
carriers in Official Classification and other classification 
territories. 



* See Anthony Van Wagman's Government Oumerahip of Railways 
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The construction of rates on grain and grain products, 
live stock and dressed meats, and iron and steel and 
articles manufactured therefrom will be taken up as 
representative of the construction of rates applicable on 
these specific commodities. 

Grain and Grain Products, — ^In taking up this adjust- 
ment, it is appropriate to attempt some general defini- 
tion of this term, and while there is some discrepancy 
in the existing list of articles taking these rates or 
assigned to these groups, the term ** grain*' is usually- 
defined as follows : 



Barley 


Milo-Maize 


Buckwheat 


Oats 


Corn 


Rye 


Corn, Kaffir 


Speltz 


Corn, Pop 


Wheat 



The term * * grain products ' ' is applied to the products 
of the above mentioned grains, or combinations thereof 
with each other, or with other foodstuffs of which grain 
is in the largest proportion, such as the following : 



Avena 


Farina 


Grits 


Sprouts, Malt 


Barley, Sprouted 


Feed, Oat 


Hominy 


Starch 


Bran 


Feed, Wheat 


Malt 


Wheat, Cracked 


Cerealine 


Flakes, Brewers' 


Middlings 


Wheat, Crushed 


Corn, Cracked 


Flour 


Oatmeal 


Wheatboro 


Cornmeal 


Food, Algrain 


Oats, Rolled 


Wheatlet 


Cream of Barley 


Food, Ralston's 


Postum Cereal 


Wheat, Rolled 


Cream of Wheat 


Golden Harvest 


Ship Stuff 




Farinose 


Grape Nuts 


Shorts 





Many tariffs also make a further division of thia 
traflSc by enumerating certain by-products of grain. It 
is stated that a bushel of wheat, for example, will yield 
but 40 pounds of flour and the refuse, after the grinding 
in the form of chaff, hulls, etc., has a much lower value 
than the product of the kernel of the grain and con- 
sequently needs rates that are somewhat less in order 
to enable it to move. These by-products are in many 
eases combined with other products and commodities in 
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the preparation of stock food, and articles such as these 
comprise a greater percentage of the present by-prod- 
ncts of grain. Representative items are as follows : 

Bran, Flax Feed, Glucose Meal, Alfalfa 

Bran, Rice Feed, Gluten Meal, Calf 

Chaff, Rice Feed, Mixed Live Stock Meal, Cob 

Cottonseed Hulls Feed, Poultiy or Pigeon Meal, Gluten 

Dextrine Feed, Triangle-Calf Screenings, Flax 

Feed, Alfalfa Flour, Foundry Shives, Flax 

Feed, Alfalmo Grain, Brewers* Dried 

Feed, Flax Grain, Distillers' Dried 

In other territories, it frequently happens that the 
by-products and grain products are grouped together 
under the grain products. However, in the Official 
Classification Territory, for some time the practice has 
been to make a distinction with respect to grain products 
and grain by-products. 

For a number of years, the grain and grain products 
movement has exceeded one million tons per annum, a 
large proportion of which moves from or through Central 
Freight Association Territory to Trunk Line and New 
England territories both for domestic consumption and 
for export. 

Within recent years, the lateral lines serving the gulf 
ports and tapping the wheat belt in the western states 
have, by the installation of immense warehouses and 
improved terminal facilities, succeeded in attracting a 
considerable portion of this business to their routes with 
the result that the present day basing rates from 
Central Freight Association Territory to New York are 
lower than the normal rates have been for years past. 

To assist the reader in following the adjustment 
through, Map 8 has been incorporated in the Atlas of 
Railway Traffic Maps. This map shows the adjustment of 
rates on grain and grain products in effect at the present 
time. The group relationship formerly used in establish- 
ing rates from points west of the numbered groups has 
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been abandoned and rates from such points arc con- 
structed by the addition of specific arbitraries to the 
Chicago reshipping rate as hereinafter described.® 

So far as the territory lying east of the Indiana- 
Illinois state line is concerned, the rates shown in the 
various groups are those applicable on shipments of 
domestic grain from points within these groups to New 
York. 

In establishing the rates from various points of origin 
the rates made from Chicago are used as a basing factor, 
and representative rates applying on grain and grain 
products are reproduced in Table 25. 



TABLE. 25 



Rates in Cents per 100 Pounds on Grain and Grain Products 
IN Carlo.m)S from Groups 1-15 (Map 8 ) to New York 



To New York 

FROM 



Grain 



Domestic 



Export 
net 



Grain Products 



Domestic 



Export 

except 

flour 



Export 
ffour 



1 .. 

2 .. 

3 .. 

4 .. 
4-A 

5 .. 



Groups 

points 
Group 
Group 
Group 
Group 
Group 
Group 
Group 6 . . 
Group 7 . . 
Group 8 . . 
Group 9 . . 
Group 9-A 
Group 9-B 
Group 10 . 
Group 11 . 
Group 12 . 
Group 13 . 
Group 14 , 
Group 15 . 



A, B, C, and 
west thereof. . . 



24 
23 
23 
24 
(D 
23 
21.5 
20.5 
20 
18.5 
20 
19.5 
18 
17.5 
16.5 
21 
20 
19.5 



Specific 
22.5 
21.5 
21.5 
22.5 
(D 
21.5 
20 
19 
18.5 
17 
18.5 
18 
16.5 
16 
15 
19.5 
18.5 
18 



Kates 
24.5 
23.5 
23.5 
24.5 
® 

23.5 
22.5 
21 
20.5 
19.5 
20.5 
20 
18.5 
18 
17 
21.5 
20.5 
20 



24.5 
23.5 
23.5 
24.5 
® 

23.5 
22.5 
21 
20.5 
19.5 
20.5 
20 
18.5 
18 
17 
21.5 
20.5 
20 



23.5 
22.5 
22.5 
23.5 

22.5 

21.5 

20 

19.5 

18.5 

19.5 

19 

17.5 

17 

16 

20.5 

19.5 

19 



© Rates to New York City are based on percentagres (named on Map 6 ) 
of the basing rates named in this section from group 1. 



©Page 196. 
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In the above table, we have incorporated the rates from 
the various groups lying east of the Indiana-Illinois state 
line, having omitted those applying from groups west of 
it owing to the lack of any system that could be employed 
to give a general synopsis of rate constru^'tion from that 
territory. 

From the more important points (as may be deter- 
mined by applying the percentages indicated on Map 6 ) 
rates obtaining under the grain and grain-products ad- 
justment are not widely different from those that would 
obtain were the percentage principle applied. For ex- 
ample the rates on domestic grain f com Springfield, Ohio, 
to New York, N. Y., is 20 cents. The rate, if the regular 
basis of the 82 per cent of the Chicago to New York rate 
were applied, would be 20 cents. 

Likewise, the rate on domestic grain from Columbus, 
Ohio, to New York is only 18.5 cents, while 77 per cent 
of the domestic grain rate of 24.5 from Chicago to New 
York is 18.86 cents which, under the rule for the dis- 
position of fractions is construed as 19 cents. Thus, 
usually, we have a rate that is slightly lower than that 
obtaining under the application of the percentage prin- 
ciple, although in some instances the reverse condition 
might obtain. 

The rate from Indianapolis, Ind., on grain to New 
York is 21.5 cents, while 93 per cent of the Chicago r£4;e 
is 23 cents. The Indianapolis group in the grain adjust- 
ment, it may be observed, includes roughly both 90 and 93 
percentage group points of the class-rate and commodity- 
rate adjustments set forth on Map 4. Even 90 per cent 
of the Chicago rates, however, would be 22 cents. 

Taking a few specific points west of the Indiana- 
Illinois state line, we find that the same principle has 
been applied. The rate from Peoria, III, is 28 cents, 
while 110 per cent of the Chicago rate is 27 cents. The 



\ 
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rate from Springfield is only 28 cents, while 113 per 
cent of the Chicago rate is 27.5 cents. The rate from 
Quincy, 111., is 25.8 cents while 117 per cent of 24.5 
cents is 28.5 cents. These examples indicate that the 
grain rates are not widely different from those that would 
obtain were they on the regular percentage basis. The 
examples also indicate that the rates are, as a rule, 
slightly lower than they would be if they were on the 
regular eastbound percentage basis applicable to class 
and general commodity traffid 

In general^ the rates from points lying west of group 
1 are made by the addition of arbitraries, usually called 
* ^ specifics ' ' to the reshipping rates applicable from Chi- 
cago to New York. 

The reshipping fates on grain from Chicago to New 
York are 19.5 cents for domestic traffic and 18 cents for 
export traffic The reshipping rates o.n grain products 
from Chicago td New York are 20 cents for domestic 
traffic, 20 cents for grain products (except flour) for 
export, and 19 cents for export flour. These reshipping 
rates from Chicago to NeW York plus the specifics above 
mentioned make the rates from the territory lying west 
of group 1 to eastern destinations. 

The rates from groups 1 to 15 to New York are 
not adjusted on a fixed basis but established individually 
by the carriers operating east of the Indiana-Illinois 
state line, the current rates closely approximating the 
regular percentage basis, observing as maximum rates, 
such rates as are established from the territory on and 
west of the Indiana-Illinois state line. 

To Eastebn Base Points Other Than New Yobk 

Having determined the proper rates to qmploy from 
the various groups of origin to New York, the rates 
to other eastern base points which are made with 
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relation to those rates are now presented for consider- 
ation, the current basis being set forth in Table 26. 



TABLE 26 
Basis for Rates on Grain and Grain Products from Groups on 

Map 15 to Eastern Groups 



1 


To Eastern 
Groups 


From 

Groups on 

Map 15 


Basis for Rates in Carloads * 


1 


Boston, Mass. 


All groups 


Domestic, 2 cents over New York 
Export, same as New York 


2 


Rockland, ^le. 


All groups 


Boston rates but not less than from 
Cleveland, Ohio, to Boston 


3 


Stanstead, 
Que. 


All groups 


Boston rates but not less than from 
Toledo, Ohio, to Boston 


4 


Philadelphia, 
Pa. 


All groups 


Cents imder New York rates: do- 
mestic grain and grain products, 
also export grain products except 
flour, 2; export grain and flour, 1» 


5 


Baltimore, 
Md. 


All groups 


Cents under New York rates: do- 
mestic grain and. grain products, 
also export grain products except 
flour, 3; export grain, IJ; flour,2 ' 


6 


Albany, N. Y. 


West of group 1 
145 


Specifics over rates from Chicago 
96% of New York rates 


7 


Utica, N. Y. 


West of group 1 

4-A, 15 
1-4. 5-8 \ 
9-A, 9-B, 13, 14/ 
9, 10, 11 
12 


Specifi 

n 

90 

87 
83 


es over raten from Chicago 
- % of New York rates 


8 


Syracuse, 
N.Y. 


West of group 1 

4-A 
1-4,5-8 \ 
9-A, 9-B, ia-15/ 
9, 10, 11 
^ 12 


Specifics over rates from Chicago 

84 ] 

^^ I % of New York rates • 
76 

74 


9 


Rochester, 
N.Y. 


West of group 1 

4-A 
1-4,5^ Y 
9-A, 9-B, 13-15/ 
9, 10, 11 
12 


Specifi 

76 ' 

74 

68 

63 J 


cs over rates from Chicago 
% of New York tates* 


10 


Cumberland, 
Md. 


All groups 


1 cent under Baltimore rates but not 
less than rates to Johnstown 


11 


Belington, 
Elkins, 
W.Va. 


All groups 


Cumberland rates but not less than 
from Columbus, Ohio, to Cumber- 
land, subject to minimum rate of 
10.8 cents per 100 pounds 
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rate from Springfield is only 28 cents, while 113 per 
cent of the Chicago rate is 27.5 cents. The rate from 
Quincy, 111., is 25.8 cents while 117 per cent of 24.5 
cents is 28.5 cents. These examples indicate that the 
grain rates are not widely different from those that would 
obtain were they on the regular percentage basis. The 
examples also indicate that the rates are, as a rule, 
slightly lower than they would be if they were on the 
regular eastbound percentage basis applicable to class 
and general commodity traffid 

In general^ the rates from points lying west of group 
1 are made by the addition of arbitraries, usually called 
* ^ specifics ' ' to the reshipping rates applicable from Chi- 
cago to New York. 

The reshipping fates on grain from Chicago to New 
York are 19.5 cents for domestic traffic and 18 cents for 
export traffic The reshipping rates qn grain products 
from Chicago td New York are 20 cents for domestic 
traffic, 20 cents for grain products (except flour) for 
export, and 19 cents for export flour. These reshipping 
rates from Chicago to NeW York plus the specifics above 
mentioned make the rates from the territory lying west 
of group 1 to eastern destinations. 

The rates from groups 1 to 15 to New York are 
not adjusted on a fixed basis but established individually 
by the carriers operating east of the Indiana-Illinois 
state line, the current rates closely approximating the 
regular percentage basis, observing as maximum rates, 
such rates as are established from the territory on and 
west of the Indiana-Illinois state line. 

To Eastebn Base Points Other Than New Yobk 

Having determined the proper rates to qmploy from 
the various groups of origin to New York, the rates 
to other eastern base points which are made with 
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relation to those rates are now presented for consider- 
ation, the current basis being set forth in Table 26. 



TABLE 26 
Basis for Rates on Grain and Grain Products from Groups on 

Map 15 to Eastern Groups 



1 


To Eastern 

Groups 

1 


From 

Groups on 

Map 15 


Basis for Rates in Carloads * 


1 


Boston, Mass. 


All groups 


Domestic, 2 cents over New York 
Export, same as New York 


2 


Rockland, Mc. 


All groups 


Boston rates but not less than from 
Cleveland, Ohio, to Boston 


3 


Stanstead, 
Que. 


All groups 


Boston rates but not less than from 
Toledo, Ohio, to Boston 


4 


Philadelphia, 
Pa. 


All groups 


Cents under New York rates: do- 
mestic grain and grain products, 
also export grain products except 
flour, 2; export grain and flour, 1» 


5 


Baltimore, 
Md. 


All groups 


Cents under New York rates: do- 
mestic grain and. grain products, 
also export grain products except 
flour, 3; export grain, IJ; flour,2' 


6 


Albany, N. Y. 


West of group 1 
145 


Specifics over rates from Chicago 
96% of New York rates 


7 


Utica, N. Y. 


West of group 1 

4-A, 15 
1-4. 5-8 \ 
9-A, 9-B, 13, 14/ 
9, 10, 11 
12 


Specifi 

1)1 ■ 

90 

87 
83 J 


es over rates from Chicago 
► % of New York rates 


8 


Syracuse, 
N.Y. 


West of group 1 

4-A 
1-4,5-8 \ 
9-A, 9-B, ia-15/ 
9, 10, 11 
12 


Specifics over rates from Chicago 

84 ] 

^^ i % of New York rates • 
76 

74 


9 


Rochester, 
N.Y. 


West of group 1 

4-A 
1-4,5^ Y 
&-A, 9-B, 13-15/ 
9,10,11 


Specifi 

76 ' 

74 

68 

63 J 


cs over rates from Chicago 
% of New York tates* 


10 


CHunberland, 
Md. 


All groups 


h cent under Baltimore rates but not 
less than rates to Johnstown 


11 


Belington, 
Elkins, 
W.Va. 


All groups 


Cumberland rates but not less than 
from Columbus, Ohio, to Cumber- 
land, subject to minimum rate of 
10.8 cents per 100 pounds 
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TABLE 26— Continued 

Basis fob Rates on Grain and Grain Products froh Groups on 

Map 15 to Eastern Groups 





To Eastern 
Gboups 


Fbom 

Groups on 

Map 15 


General Basis for Commodities 


12 


Virginia 
Cities 


Points in 

footnote 5 

Table 22 


Baltimore rates but not less than from 
Columbus, Ohio, to Baltimore 




Other 
points 


Baltimore rates 



* The rates from grroups on Map 8 to New York are shown in Tablb 
25, and the basis for these rates is explained on pasres 186-190. The 
sixth-class rate from groups on Map 6 to eastern points is the maximum. 

« Except that from Buffalo, N. Y., Erie, Pa., and West Fairport, Ohio, 
to Baltimore and Philadelphia on ex-lake errain from differential terri- 
tory for export rates should not exceed two-tenths of 1 cent per bushel 
on barley and oats, and three-tenths of 1 cent per bushel on wheat, corn, 
and rye. 

3 Baltimore rates are the minima to Rochester and Syracuse. 

To Boston, Mass, — As reflecting the adjustment 
employed in establishing class and general commodity 
rates, it will be found that the rates on domestic traffic 
are 2 cents per one hundred pounds on both grain and 
grain products higher than the rates currently in effect 
from the same point of origin to New York. 

On export traffic, however, the arbitrary is waived 
and the port of Boston is accorded the same rates as 
may be established to New York. This procedure places 
these points on an equality in so far as freight rates 
are concerned, and the additional haul required in 
reaching Boston is offset to some degree by slightly 
lower rates obtaining for ocean carriage applying 
therefrom. 

Under the domestic adjustment, a rate from Indian- 
apolis, Ind., would first be made by constructing the 
rate to New York as previously given, and to this 
rate would be added 2 cents, resulting in a through rate 

of 23.5 cents. 

Rockland, Me., and Stanstead, Que. — Neither of these 
groups include any point on the seaboard through which 
traffic may be exported or imported. Consequently, the 



f 
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domestic adjustment of rates only is shown in the table, 
the basis being that such rates as are authorized to 
Boston are to be applied to Rockland and Stanstead, 
observing to ©ockland such rates as may be established 
from Cleveland (a 71 per cent point), and to Stanstead 
such rates as may be established from Toledo (a 78 per 
cent point) to Boston, Mass., as minimum rates. 

Philadelphia, Pa. — The export rates on grain and 
flour to Philadelphia are made 1 cent per 100 pounds 
under the rates on corresponding commodities from the 
same points of origin to New York. On domestic grain 
and grain products, also on export grain products 
except flour, the regular Philadelphia commodity dif- 
ferential of 2 cents under the New York rate is applied. 

From percentage territory, this will result in lower 
rates to Philadelphia than to New York or Boston. 
These rates are designed to enable this city to attract 
a proportion of this important traffic and to offset the 
disadvantage possessed by Philadelphia because of its 
location with respect to ocean traffic. 

Baltimore, Md. — From percentage territory to Balti- 
more, the export rates on grain are 1^/^ cents and on 
flour 2 cents per 100 pounds under the rates to New 
York from the same points of origin. Bates on domestic 
grain and grain products, also export grain products 
except flour, are the usual Baltimore differential of 3 
cents per 100 pounds under the New York rates. 

Albany, N. Y. — ^From the territory lying west of 
group 1, the rates to Albany are adjusted by the addition 
of specifics as established from the various points of 
origin to the reshipping rates which apply from Chicago. 

The rates from the other numbered groups are on the 
basis of 96 per cent of the current New York rate from 
the same point of origin. 
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Utica, N. Y. — From territory lying west of group 1, 
the rates to the Utica group are specifics over the re- 
shipping rates which apply from Chicago.^ 

From territory comprised in the numbered groups, 
varying percentages of the New York rates are author- 
ized. From groups 4-A and 15, rates are to be made 
91 per cent of the New York rates, and from other jmints 
as indicated in item 7 of Table 26, the rates are 90, 87, 
and 83 per cent of the New York rates. 

Syracuse^ N. Y. — From territory lying west of group 
1 to Syracuse, N. Y., the rates are specifics over the 
reshipping rates whicli apply from Chicago. 

From the numbered groups, the rates to the Syracuse 
group are the percentages indicated in item 8 of Table 
26 of such rates as may be established from those groups 
to New York. 

Rochester, N. Y. — From territory lying west of group 
1 to the Rochester group, the rates are made in the same 
manner as to the foregoing groups from the same points 
of origin, namely, by the addition of specifics to the Chi- 
cago reshipping rates. 

From the numbered groups, the rates are the per- 
centages indicated in item 9 of Table 26 of the New York 
rates from the same point of origin, observing the Pitts- 
burgh-Baltimore rates as minima and the Baltimore 
rates as maxima when such r^tes exceed the Pittsburgh- 
Baltimore rates. 

Orafton, Cotmellsviile, and Johnstown, Pa. — The rates 
to these points are made by the addition of arbitraries 
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to such rates as are established to Pittsburgh, observing 
the requirements as to minimum rates- This adjustment 
is more fully dealt with, however, in Chapter XXII, and 
a detailed discussion of the adjustment of rates on grain 
and grain products will be found therein. 

Cumberland, Md. — The rates to Cumberland, Md., are 
made % cent per 100 pounds less than the rate estab- 
lished to Baltimore from the same point of origin 
observing as minimum rates such rates as are estab- 
lished from the same point of origin to Johnstown, Pa. 

BelingtovrElkins, W. Va. — To the Belington and 
Elkins group, the rates are the same as from the same 
points of origin to the Cumberland group, observing the 
rates established from Columbus, Ohio (a 77 per cent 
point) to the Cumberland group as minimjjm subject 
to a further minimum requirement that no rate is to 
be less than 10.8 cents per 100 pounds. 

Virginia Cities. — ^The rates to the Virginia Cities 
from points east of a line described in footnote 5 of 
Table 22 are the same as the rates from the same points 
to Baltimore, except that in no case are they to be less 
than the rates established from Columbus, Ohio (a 77 per 
cent point) to Baltimore. From other points in per- 
centage territory, the rates are the same as to Balti- 
more without regard to the minimum. 

The foregoing includes the general adjustment of 
rates on grain and grain products but, before dispos- 
ing of the subject, it is well to consider some of the 
reshipping rates that are established from the primary 
western grain markets, among which Chicago, Peoria, 
and St. Louis loom prominently. 

BssHiPFiKO Bates 

It will be recalled that the Chicago reshipping rates, 
previously given, plus certain specific rates, make the 
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stopped in transit at some convenient point where it is 
milled and the product reforwarded at a reasonable 
through rate, which is materially less than the rate that 
would be applied were a combination of full local rates 
to and from the milling points exacted. 
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CHAPTER XVI 

AIX-RAII* RATES SASTBOUND— ContiitiMd 

Specific Commodity Adjustment — Continued 
(a) Adjustment from the 60 Per Cent Group 

From Table 22 it will be observed that under the 
bases for rate construction as concerned with the 60 
per cent group, varying percentages are indicated to 
apply therefrom. This is occasioned by the fact that 
via some of the more indirect routes and from some of 
the more distantly located points in the groups excep- 
tions have been taken from the use of the lowest adjust- 
ment of rates applying therefrom and via such routes 
and fr6m such points a somewhat higher basis has been 
established. 

It is not desirable in a treatise of this character to 
exemplify the many specific adjustments that are estab- 
lished by the carriers from points in this group. One 
may be taken as representative of the others. 

For this purpose, the author has selected stations 
lying west of Buffalo to Erie, Pa., inclusive, on the line 
of the New York Central Eailroad, formerly the Lake 
Shore & Michigan Southern Railroad, also the division 
taking in Oil City, Pa., and stations on the Lake 
Erie, Franklin & Clarion Eailroad. The stations on 
the latter line are assigned to the Clarion, Pa., group, 
the Waterson, Pa., group, and the Holden, Pa., group. 

The subdivision of this group, in so far as this par- 

199 
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ticular territory is concerned, takes among others the 
following stations, which are the most important : 

Station » Group Station Gboup 

Brocton, N. Y 1 Irvineton, Pa 2 

Butler, Pa 2 Jamestown, N. V 1 

Clarion, Pa 5 Mayvillo, N. Y 1 

Corry, Pa 2 Meadville, Pa 4 

Dayton, N. Y 1 North East. Pa - 3 

Dunkirk. X. Y 1 Oil City, Pa 4 

Erie, Pa 2 Orient, >a 2 

Falconer Junction 1 Titusville, Pa 4 

Franklin, Pa 4 Union City, Pa 2 

Holden, Pa 7 Waterson, Pa 6 

Westfield, N. Y 1 

In Table 28 is set forth the current bases applied in 
establishing the rates from points in this subdivision to 
the principal eastern seaboard and interior base points. 

In the application of these formulas it is necessary 
that the rates from the various base points to New 
York be kept in mind, as the rates to other eastern 
destinations are made with respect thereto. The first 
item of the table, for example, indicates that the rates 
to Boston are (in the case of each point of origin) the 
same differentials over New York rates. The rates 
from Dunkirk to Boston would be made by first taking 
60 per cent of the Chicago-New York rates, obtaining 
the following: 



Classes 


1 


2 


3 


4 


5 


6 


Rates 


54 


47.5 


36 


25 


21.5 


18 



to which the arbitraries a^re added, resulting in the fol- 
lowing scale : 

Classes 1 2 3 4 5 6 

Rates 59 51.5 39 28 24 20 

This does not mean that the rates from all points of 
origin to Boston are the same, for, under the formula 
for the construction of rates from the Clarion group, 
it will be found that the rates from Oil City to New 
York (which are made 60 per cent of the Chicago-New 
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York rates) are used and certain arbitraries are added 
thereto ; this results in the following scale : 

Classes 1 a 3 4 5 6 

Hates 61.5 55 43.5 31 27 22 

The addition of the Boston arbitraries makes the scale 
from Clarion to that point as follows : 

Classes 1 2 3 4 5 6 

Rates 66.5 59 46.5 34 29.5 24 

To Rockland, Me., and Stanstead, Que., the same 
minimum rates are observed as from other percentage 
groups, namely, the rates from 71 per cent points to 
Boston are held as minima to Rockland, and the rates 
from 78 per cent points to Boston are applied to 
Stanstead. 

Philadelphia, Pa., Baltimore, Md., and Points Basing 
Thereon. — In each instance, Philadelphia and Baltimore 
are conceded differentials under such rates as are estab- 
lished to New York. These differentials, however, are 
not always the same, as will be observed by comparing 
those applying in connection with Dunkirk and North 
East, Pa., where Baltimore takes the same differentials 
as Philadelphia, these stations thus being put on a 
parity in so far as transportation rates from these 
points are concerned. Note should be made of the 
exception of the route via the Baltimore & Ohio Rail- 
road or the Western Maryland Railway. This route 
requires a higher scale of rates, as is shown in the 
tables. 

To Albany and Points Basing Thereon. — ^In construct- 
ing these and the rates to interior base points subse- 
quently discussed, the application of the double per- 
centage is involved, as follows: (1) the ascertainment of 
the rate to New York and (2) the application of the 
authorized percentage of the New York rate indicated 
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in the table. These percentages vary, as will be noted; 
that obtaining in the Dunkirk, N. Y., adjustment is 85 
per cent, that in the Erie, Pa., adjustment 92 per cent, 
and that in the Clarion, Pa., adjustment 100 per cent 

As an example, were it desired to construct the rates 
from Erie, Pa.^ to Albany, it would be necessary m the 
first instance to construct the rates from Erie, Pa., to 
New York. Item 2 of Table 28 indicates that these rates 
are made on the basis of 60 per cent of the Chicago-New 
York rates which are as follows : 

Classes 1 2 3 4 5 6 

Rates 54 47.5 36 25 21.5 18 

and 92 per cent of these figures, would produce the 
following : 

Classes 1 2 3 4 5 6 

Bates 49.5 43.5 33 25 20 16:5. 

These are the rates currently in effect from Erie and 
Erie rate points to Albany and Albany rate points. 

From Clarion, Waterson, and Holden, the rates to 
Albany are made the same as the rates obtaining from 
those points of origin to New York. 

To Syracuse and Points Basing Thereon. — So far as 
main line groups are concerned, the rates to Syracuse 
are made under the same principle as employed in the 
construction of rates to Albany, the percentage 
employed being somewhat less than that used in making 
rates to Albany. 

From Clarion, Waterson, and Holden, there is no fixed 
basis to be used in establishing rates. Such rates as are 
published are made by the individual lines, observing as 
maximum the rates applying from and to more distant 
groups. 

To Rochester, N. Y., Emporium, Pa., and Points Basing 
Thereon. — In this case, as in the adjustment from per- 
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centage groups west, the rates from the 60 per cent 
group are established on either a percentage basis or on 
an arbitrary basis, using the rate to Buffalo as a factor, 
retaining the highest rate. 

Taking Erie, Pa., as a representative point of origin, 
the rates to New York which are 60 per cent of the Chi- 
cago-New York rates, are as follows : 

Classes 1 2 3 4 5 6 

Kates 54 47.5 36 25 21.5 18 

and 62 per cent of this scale would be as follows : 

Classes 1 2 3 4 5 6 

Rates 33.5 29.5 22.5 20 13.5 11 

The rates from Erie to Buffalo are as follows : 

Classes 1 2 3 4 5 6 

Bates 33.5 28.5 22.5 17 11.5 9.5 

The addition of the arbitraries indicated in the basis, 
results in the following combination : 

Classes 1 2 3 4 5 6 

Rates 37.5 31.5 24.5 19 12.5 10.5 

It will be observed that on the Buffalo combination, 
Classes 4, 5, and 6, are lets than under the percentage adjust- 
ment For Classes 1, 2, and 3, however, rates based on the 
combination are higher. The result is that a compromise 
scale is effected by retaining the highest rates obtained 
under the respective formulas, which produces the follow- 
ing scale to be applied from Erie, Pa., to the Bochester 
group : 

aasses 1 2 3 4 5 6 

Bates 37.5 31.5 24,5 20 13.5 11 

In some cases, the scale of plass rates to Buffalo, used 
as a factor in constructing the rates to Rochester, is not 
the same as the scale of class rates which applies from 



204 FREIGHT RATES— OFFICIAL TERRITORY 

point of origin to Buffalo, proper. For example, the class 
rates applicable from North East, Pa., to Buffalo, proper, 
are as follows : 



Classes 


1 


2 


3 


4 


5 


6 


Bates 


31.5 


27 


21 


16 


11 


9 



At the same time, and in the tariff which contains the 
class rates published to Eochester, N. Y., a different 
scale of rates is named to Buffalo, for example, as to 
North East, the scale is that shown in Table 29. The 
application of this latter scale is taken care of in the 
tariff by a note which provides that it is to be used only 
for basing purposes in connection with points taking 
arbitraries higher (as is the case with Bochester). 

For the purpose of illustration, to enable those who 
so desire to work out the individual rates to the various 
points of origin, current rates published from several 
of the base points to various eastern destinations have 
been reproduced in Table 29. 



TABLE 29 

Construction op Rates from 60 Per Cent Territory to 

Eastern Basing Points 



From 



Group 1 

Dunkirk, 

N. Y. 




Boston, Mass 

New York, N. Y.. 
Philadelphia,Pa.i ) 
Baltimore, Md.3. ] 

Albany, N. Y 

Utica, N. Y 

Syracuse, N. Y. . . . 
Rochester, N. Y. .. 
Emporium, Pa. ... 
Cumberland, Md. . 
Pittsburgh, Pa. . . . 
Buffalo, N. Y 



Rates in Cents per 100 Pounds 





Classes 




1 


2 R25 3 


R26 R28 4 


5 6 


59 


51.5 44 39 


31 32 28 


24 20 


54 


47.5 40.5 36 


29 29 25 


21.5 18 


48 


41.5 33.5 34 


27 27 23 


19.5 16 


46 


41.5 34.5 33 


24.5 24.5 21.5 18.5 15.5 


43 


38 32 29 


23 23 20 


17 16 


40.5 


85.5 30.5 27 


22 22 19 


16 13.5 


29.5 


26 22 20 


16 16 14 


12 10 


32.5 


28.5 24.5 21.5 17.5 17.5 15 


18 11 


53 


46.5 39.5 35 


28 28 24 


20.5 17 


48.5 


41 35 32.5 26 27.5 24.5 17 13.5 


26.5 


22.5 19 18 


14.5 15 18.5 


9.6 7.6 
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TABLE 29— Continued 

Construction op Rates prom 60 Peb Cent Teeritobt to 

Eastern Basing Points 





To 





Rates in 


i.:KKTa PK 


!00 Pol 


KDS 


From 






ClBMSO 










'^~ 


2 R25 


3 


1(26 


BBS 


4 


5 « 




Boaton, Maes 


oa 


51.5 44 


"39" 


"3i~ 


-w 


28 


24 20 




New York, N. Y, . 


54 


47.5 40.5 


36 


29 


29 


25 


21.5 18 




Philadelphia, Pa. 1 
Baltimore, Md.s» J 


4S 


41.5 33.5 34 


27 


27 


S3 


19.5 16 




Albany. N. Y 


49.5 


43.5 37.5 


33 


26.5 26.5 


25 


20 16.5 


Oroup 2 
Erie, Pa. 


Ufica, N. Y 


43 


38 32 


29 


23 


23 


20 


17 16 


Syracuse, N.Y.... 


40.5 


35.5 30.5 


27 


22 


22 


19 


16 13.5 




Rochester, N. Y. I 
Cumberland, Md.. . 


33.5 


29.5 25 


22.5 


18 


18 


15.5 


13.5 11 




46 


39.5 32.5 


33 


26.5 26 


22 


18.5 15 




Pittsburgh, Pa. ... 


45 


38.5 32.5 


30 


24 


25 


22.5 


16 12.5 




Buffalo, N. Y.... 


33.5 


28.5 24 


22.5 


18 


10 


17 


11.5 9.5 




Boston. Mass 


50 


51.5 44 


"39" 


'W 


33 


28 


24 20 




New York, N. Y.. 


54 


47.5 40.5 


36 


29 


29 


25 


21.5 18 




PhiiadElpbia,Pa.i ) 


48 


41.5 35.5 


34 


27 


27 


23 


19.5 16 


Group 3 


Albany, N.Y 


49.5 


43.5 37.5 


33 


26.5 


26.5 


35 


20 16.5 


North 


Utica, N. Y 


43 


38 32 


29 


23 


23 


20 


17 16 


East, 


Syracuse, N. Y... 


40.5 


35.5 30.5 


27 


20 


20 


19 


18 12.5 


Pa. 


Rochester, N. Y. ) 
Emporium, Pa. . { 
Comberlfliid, Md... 


33.5 


29.5 25 


23.5 


18 


18 


15.5 


13.5 11 




53 


46.5 39.5 


35 


28 


28 


24 


20.5 17 




Pittsburgh. Pa. . . . 


4g.5 


41 35 


33.5 26 


27.5 24.5 


17 13.5 




Buffalo. N. Y 


SI .5 


27 19 


21 


14.5 


15 


16 


11 9 




Boston. Mass 




51.5 44 


39 


31 




"m" 


24 20 




New York. N. Y. . 


54 


47.5 40.5 


38 


29 


29 


25 


21.5 18 




Philadelphia, Pa.. 


4S 


41.5 35.5 


34 


27 


27 


23 


19.5 16 




BaJtimore. Md. . . . 


46 


39.5 33.5 


31 


26.5 


26 


20 


16.5 16 


Group 4 

Oil City, 

Pa. 


Albany, N, Y 


49.5 


43.5 37.5 


33 


26.5 


26.5 


25 


20 18.5 


ntiea, N. Y 


46 


40.5 34.5 


30.5 


24.5 


24.5 


21 


18.5 15.5 


Syracuse. N. Y 


42 


37 31.5 28 


22.5 22.5 


19.5 


17 14 


Rochester, N. Y. ) 
Emporium, Pa.. J 


39 


33 28 


26 


21 


22 


19.5 


13.5 11 




46 


39.5 33.5 


33 


26.5 


26 


22 


18.5 15 




Pittsburgh, Pa.. J 
Buffalo, N. Y... f 


45 


38.5 32.5 


30 


24 


25 


22.5 


16 12.5 




BoatoQ. Mass 


66.5 


59 50 


"46:5 


"37~ 


'W 


■sT" 


29.5 24 




New York, N. T. 


61.5 


55 46.5 


43.5 


34 


35.5 


31 


27 22 




Philadelphia, Pb,.. 


65.5 


49 41.5 41.5 


33.5 


33.5 


29 


35 20 




Baltimore, Md. . . . 


53.5 


47 40 


40.5 3B.5 32.5 


23 


24 19 


Group 3 

Clarion, 

Pa. 


Albany, N. Y 


61.5 


55 46.5 43.5 


34 


36.5 31 


27 23 


Utioa, N. T 


56.5 


80 44 


42.5 


34 


34.5 30 


25.9 21 


Syracuse, N. Y. . . 


51 


45 39.5 


25.5 29 


26 


22.3 


19 


Rochester, N. Y. J 
Emporium, Pa., f 
Cnmberland, Md.,. 


52 


46 40.5 


36.5 29.5 


30 


26.5 


23 19.5 




54.5 


48 41 


4I.S 


33 


33.5 29 


34.5 20 




PittBhur;;h. Pa. . . . 


43.5 


37.5 32 


28 


22.5 


22.5 


19.5 


17 14.3 




Buffalo, N.Y 


51 


44.5 38 


35 


28 


28.5 25 


21 17.S 
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TABLE 29— Continued 

Construction op Rates prom 60 Per Cent Territory to 

Eastern Basing Points 



From 



Group 6 

Waterson, 

Pa. 



Group 7 

Holden, 

Pa. 




Boston, Mass 

New York, N. Y. . 
Philadelphia, Pa. . 
Baltimore, Md. . . . 

Albany, N. Y 

Utica, N. Y 

Syracuse, N. Y . . . 
Rochester, N. Y. ) 
Emporium, Pa. . ) 
Cumberland, Md. . . 
Pittsburgh, Pa. . . . 
Buffalo, N. Y 

Boston, Mass 

New York, N.Y... 
Philadelphia, Pa. . 
Baltimore, Md. . . . 

Albany, N. Y 

Utica, N. Y 

Syracuse, N. Y, . . 
Rochester, N. Y. ) 
Emporium, Pa.. . ] 
Cumberland, Md... 
Pittsburgh, Pa. . . . 
Buffalo, N. Y 



Rates in Cents pee 100 Pounds 



Classes 



2 B25 3 B26 B28 4 



6 



66.5 
61.5 
55.5 
53.5 
61.5 
55.5 
52 



59 
55 
49 
47 
55 
49 
46 



50 46 
46.5 43 
41.5 41 
40 40 
46 43 
42.5 41 
40 36 



37 38 34 

34.5 35 31 

33 33 29 

32 32 28 
34.5 35 31 

33 33 29 
29 29.5 26 



28.5 23 
26 21 
24 19 

23 18 
26 21 

24 19 
22.5 18 



52 


46 40 36 


29 29.5 26 22.5 18 


54.5 


48 41 41 


33 33 28.5 24 18.5 


43.5 


37.5 32 28 


22.5 22.5 19.5 17 14.5 


51 


44.5 38 34.5 27.5 28 24.5 20.5 16 


65.5 


58 49.5 45 


36 37.5 33.5 28 23 


60.5 


54 46 42 


35.5 34.5 30.5 25.5 21 


54.5 


48 41 40 


32 32.5 28.5 23.5 23 


52.5 


46 39 39 


31 31.5 27.5 22.5 18 


60.5 


54 47 42 


35.5 35 30.5 25.5 21 


55 


48.5 42.5 41 


33 33.5 29 24.5 19.5 


50 


44 38.5 34.5 28 25 21 18 28 


50.5 


44.5 39 35 


28.5 29 25.5 22 18 


53 


46.5 39.5 40 


32 32 28 23.5 18.5 


43.5 


37.5 32 28 


22.5 22.5 19.5 17 14.5 


49.5 


43 36.5 33.5 27 27.5 24 20 16 



iVin B. & O. R R. and Wn. Md. Ry., rates are as follows: 

Classes 1 2 R25 3 R26 R28 4 5 6 

Rates 58 50 42.5 38 30.5 30 26 22 18 

2 Via B. & O. R. R. and Wn. Md. Ry., rates are as follow^s: 

Classes 1 2 R25 3 R26 R28 4 5 6 

Rates 67 49 42 37 30 29 25 20 17 

3 These rates do not apply In connection with B. & O. R. R. or Wn. 
Md. Ry. 

4 Via B. & O. R. R. and Wn. Md. Ry., rates are as follows: 

Classes 1 2 R25 3 R26 R28 4 5 6 

Rates 45 38 32 32 26 25.5 22 .18 15 



CHAPTER XVII 

AIX-RAII* RATES EASTBOUND— CoatiaiMd 

Specific Commodity Adjustments — Continued 
(a) Live Stock and Dressed Meat Rates 

In this adjustment we have an example in which is 
shown the competition of commodities since any con- 
siderable increase in the rates or bases for rates on 
dressed meat not followed by a corresponding increase 
with respect to live stock rates, in all probability, would 
impair the meat packing industry at a given point by 
favoring the shipment of animals on the hoof or vice 
versa. 

Consequently, an adjustment has to be built to enable 
abattoirs and packing houses at Indianapolis, Ind., Cin- 
cinnati, Ohio, and other eastern points to draw the cattle 
in from western ranges and to slaughter and distribute 
their products in competition with the great industries 
in this line at Chicago, St. Louis, and Missouri River 
points. 

The transportation of live stock involves many con- 
siderations that do not have to be taken into account in 
the transportation of other freight. In the first place, 
special equipment is required for the accommodation of 
the stock which, as a rule, moves in one direction neces- 
sitating the return of the empty car to the loading 
point. In the second place, a very expeditious service 
is essential in order to enable the stock to be transported 
to market and disposed of with as little delay as pos- 
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sible- In the third place, free transportation is gen- 
erally given to one or more attendants to look after, 
water, and feed such stock while in transit, and fre- 
quently return transportation is given the attendant as 
well. In the fourth place, the federal requirement that 
stock is not to be confined in cars for periods in excess 
of 28 hours, frequently necessitates the stopping of the 
stock in transit, short of the tdtimate destination, for 
unloading, rest and water, which entails more or less 
expense. Most of these factors are eliminated in the 
transportation of dressed meats and meat products with 
the exception of an expedited service. 

Concurrent with the general advance in rates in 
OflScial Classification Territory, changes were suggested 
in the basis obtaining heretofore for the construction 
of rates on live stock and dressed meats, and in the 
following pages the one adopted is set forth and, having 
been approved by the Commission, bids fair to stand 
for some time to come. The rates on dressed meats and 
packing-house products from Chicago to New York at 
the present time are shown in Table 30. These rates 
apply from all points in the 100 per cent group to New 
York and New York rate points and are used as a 
basing factor in establishing rates from other per- 
centage groups to points in Trunk Line and New 
England territories. 

As was the case with grain products, the list of 
packing-house products is quite diversified and includes 
many items, and as such, in several publications are 
included dried-chipped beef, boneless chicken, canned 
corned beef, extract of beef, lard, oleo, pigs feet (canned 
or pickled), roast beef canned, sausages of various 
kinds, soups, tallow, roast chicken and roast turkey 



ALL-RAIL RATES EASTBOUND 209 

canned^ also various dried salted meats and sweet 
pickled meats and in general, except where specific com- 
modity rates are authorized, they are on a basis of the 
existing fifth-class rate, as provided in the current 
Official Classification. 



TABLE 30 

Bates on Dressed Meats, Packing-House Products, and Live 

Stock from Chicago to New York as Bases for Rates 

FROM Percentage Points on Map 6 to Points in Trunk 

Line and New England Territories 



MiNiBfUM Hates 

Commodities IN Carloads Weights (Notes 2 and 3) 

Dressed beef, hogs, and sheep 21,000 lbs. 65 

Live stock, viz: 

Cattle 21,000 lbs. 38 

Calves, double-deck 21,000 " 38 

Calves and hogs, single-deck 17,000 " 43.5 

Goats and sheep, single-deck 14,000 " 47.5 

Goats, double-deck 18,000 " 38 

Sheep and lambs, double-deck 18,000 " 38 

Hogs, double-deck 22,000 " 38 

Horses and mules (*) ' 74 

^As per OfUcial Classification or current tariffs of exceptions thereto. 

3 Except for rates on horses and mules, the followinfir rule (which 
constitutes an exception to the general rule) will grovern the disposition 
of fractions in computingr rates: When a fraction is .26 or less than .25 
of a cent, omit it; when more than .25 and .75 or less, assume it to be 
%' cent; and when more than .75, assume it to be 1 cent. 

For horses and mules, fractions will be disposed of as follows: When 
a fraction is less than .50 of a mill, omit it; when .60 of a mill, or over, 
increase to 1 mill. 

* From points in Illinois, Indiana, Kentucky, and proratinsr points on 
the Mississippi River taklngr higrher than 100 per cent of Chicasro-to- 
New York City rates, to all points east of the western termini of eastern 
trunk lines, includinir Virginia points, rates will be made by adding: 
the followingr differentials to the rates from Chicagro: 



Differentials above 
Chicago rates 
From In cents per 100 lbs. 

^•mm^-^^i II ■ ^yi ■ ■ I <■ I I ■■■ I ■ !■ I III! I 

Points taking: over 100% to and includingr 108% 2 

" 108% 110% 3 

" 110% *• " " 112% 4 

" 112%, 117% 6 

" 117% *• but excluding? 120% 7 

•• 120% , 8 
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There is no definite relationship at this time existing 
between live stock, dressed meat, and packing-house- 
products rates. It has been felt by the traffic officials 
and has been reiterated from time to time by the Com- 
mission that the rates on these commodities should bear 
a definite relationship to each other but the basis has 
not yet been worked out. 

As an exception to the general adjustment of rates 
applicable on domestic traffic, it will be observed from 
Table 31 that to Boston, Mass., the rates are made the 
same as the New York rates. 

From percentage groups lying east of the 100 per 
cent group, the rates are made on the authorized per- 
centages of the New York-Chicago rates applicable from 
such groups — that is, the rates from Cincinnati, Ohio 
(an 87 per cent point), would be 87 per cent of the rates 
applying from Chicago, 111., indicated in Table 30. 

From percentage points west of the 100 per cent 
group to New York, the rates are made by the addition 
of arbitraries to the Chicago-New York rates, these 
arbitraries being indicated in the foregoing table. For 
example, the rates on cattle from percentage points west 
of the 100 peB cent group to New York are 38 cents per 
100 pounds as shown in TaWe 30, plus the arbitrary 
diown in footnote 3 for the respective groups lying 
west of the 100 per feent group as indicated on Map 6 , 
Atla^ of RaUway Traffic Maps. 

The rate on dressed beef from Peoria, 111., a 110 per 
6ent point, is 55 cents plus 3 cents or 58 cents. The 
ratft on dressed beef from St. Louis, Mo., a 117 per cent 
point, is 60 cents, which is obtained by adding the 5 
cents -arbitrary indicated in footnote 3, Table 30, for 
the 117 per cent group, io the Chicago basing rate of 
55 cents. 

In the application of this adjustment, as in that for 
grain and grain products, the special mode of rate con- 
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struction, while differing in some respects, does not result 
in rates that are radical departures from those that would 
obtain under the application of the general percentage 
principle. The rate on sheep from Chicago to New York 
is 38 cents, and from St. Louis the rate* is 43 cents, while 
117 per cent of 38 cents yields 44.5 cents. 

With reference to fractions, it is well to state that the 
rule employed in the live stock and dressed meat adjust- 
menty is that when the fraction is .25 of a cent, oinit 
it, when more than .25 and to and including .75, 
assume it to be % cent, and when more than .75, assume 
it to be 1 cent. 

In justifying the higher rates on dressed meats and 
packing-house products than those applying on the 
animals on the hoof, it is well to call attention to the 
fact that while the risk of loss to the carrier by reason 
of damage to the stock or delay in transit, has been 
eliminated, the value of the same quantity has been 
enhanced a number of times, as pound for pound the 
prices on dressed meat as contrasted with the prices 
on live animals, are in many cases as three is to one. 

To Other Eastern Base Points 

In the following table are enumerated the various 
eastern base points and the formula for the construc- 
tion of rates on live stock and dressed meat from per- 
centage territory to other eastern groups; these rates 
are predicated on the rates that are established from 
Chicago to New York. Consequently, any change in the 
base rates from Chicago to New York is reflected by 
corresponding change in the rates to points based thereon. 
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TABLE 31 

Basis for Rates on Live Stock, Dressed Meats, Packing-House 

Products, Provisions, etc., from Percentage Territory 

(JVIap 4) TO Eastern Groups (Map 10) 



M 


To Eastern 
Groups 


FrOxM 
Per- 
centage 
Groups 


Basis fob Rates in Carloads 


1 


Boston, Mass. 


60-120 


Same as to New York from same points 


2 


Rockland, Me. 


60-120 


Same as to Boston, but not less than from 
Cleveland, Ohio, to Boston 


3 


Stanstcad, Que. 


60-120 


Same as to Boston, but not less than from 
Toledo, Ohio, to Boston 


4 


Philadelphia, 
Pa. 


60-120 


Two cents less than from same points to 
New York 


5 


Baltimore, Md. 


60-120 


Three cents less than from same points to 
New York 


6 


Albany, N. Y. 


60-120 


Percentages of New York rates as shown 
in item 7, Table 22, for class rates 


7 


Utica, N. Y. 


60-120 


Percentages of New York rates as shown 
in item 8, Table. 22, for class rates 


8 


Syracuse, N. Y. 


60-120 


Percentages of New York rates as shown 
in item 9, Table 22. 


9 


Rochester-Mt. 
Morris, N. Y. 


66^-78 


Add the following arbitraries, in cents per 
100 pounds to Buffalo rates: Cattle, 
calves, hogs, and sheep, 2; meats, packing 
house products, and provisions, 2; and 
horses and mules, 3* * 




79-120 


Same basis as for class rates (Table 22) 


10 


Pittsburgh- 
Buffalo 


60-120 


Basis given on page 254 of this treatise 


11 


Grafton, W. Va. 


60-120 


Cents over Pittsburgh rates: Cattle and 
hogs, 2; dressed meats, calves, and sheep, 
3; and horses or mules, 4 


12 


Cumberland, 
Md. 


60 


Specific rates as per tariffs 




66^-120 


Same percentages of rates to New York 
as apply on class rates (Table 22, item 
11) 
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TABLE 31— Continued 

Basis for Rates on Live Stock, Dressed Meats, Packing-House 

Products, Provisions, etc., prom Percentage Territory 

(Map 4) to Eastern Groups (Map 10) 



g 


To Eastern 
Groups 


From 

Per- 
centage 
Groups 


Basis for Kates in Carloads 


13 


Belington- 
Elkins, 
VV.Va. 


60-120 


Cumberland rates but not less than from 
Columbus, Ohio, to Cumberland, subject 
to minimum rate of 10.8 cents 




Virginia Cities 


60-76 


On cattle and other live stock (except 
horses and mules) rates will be made 3 
cents less than applicable to New York 
on basis of 76 per cent of Ghicago-to- 
New York rates; on horses and mules, 
rates will not be less than those appli- 
cable from Columbus, Ohio, to Balti- 
more, Md., on same traffic 


14 


77-87 


On cattle and other live stock (except horses 
and mules) rates will be made 3 cents 
less than applicable to New York on basis 
of 87 per cent of Chicago-to-New York 
rates; on horses and mules, the rates to 
Baltimore, Md., will govern as minima, 
except that from points taking higher 
than 77 per cent of Chicago-to-l^w York 
rates which are located in the territory 
on and east of the N, and W. Ry., Co- 
lumbus to Portsmouth, Ohio, and south 
of the P. C. C. & St. L. Ry., Columbus to 
' and including Steubenville the rates will 
be not less than that applicable from 
Columbus, Ohio, to Baltimore, Md., on 
the same traffic 




88-120 


Baltimore rates (subject to basis set forth 
in footnote 3 of Table 30) 



'Should the addition of these arbitraries make higher rates from points 
takinsT 66% per cent to 78 per cent of rates from Chicago to New York, to 
Rochester, etc., than apply from points farther distant, or should it make 
higher rates to Rochester, etc., than apply to points east of Rochester, the 
arbitraries shall be reduced to such an extent as not to cause higrher rates 
from 66 V^ per cent to 78 per cent points to Rochester, etc, than ^om or to 
points beyond. 

*Under the foregoing, the rates to Rochester, etc., are not to be less than 
rates determined by using bases shown in item 10 of Table 22. 



It is hardly necessary to explain the basis for each 
item, as the adjustment does not differ materially from 
that obtaining in the case of the class rates. For this 
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purpose it will be suflScient to call attention to the 
agreements with the general basis for the construction 
of class rates and a few exceptions thereto. 

Bates from percentage territory to Boston, Mass., 
Bockland, Me., and Stanstead, Que., are on a different 
basis than that obtaining in connection with the class-rate 
and general commodity-rate adjustment. On the classi- 
fied and general commodity traflSc, these groups take 
arbitraries over the New York rates, while on live stock 
and dressed meats the same rates apply as to New 
York with certain minor exceptions. The rates to Phila- 
delphia and Baltimore are the custonaary differentials 
less than the rate currently in effect to New York, 
while to Albany, Utica, Syracuse, and Rochester, the 
same percentages of the New York rates are applied as 
obtain in connection with the class-rate adjustment. 



CHAPTER XVIII 

AXX-RAII. RATES EASTBOUIID-Contiiiiied 

Specific Commodity Adjustments — Continued 

(a) Rates on Iron and Steel Articles 

To enumerate the many articles of iron and steel 
manufacture which are classified fourth, fifth, and sixth 
class in the current OflScial Classification, would involve 
a list far beyond the scope of this treatise. It does not 
of course comprise such articles as are manufactured 
from iron and steel which have a very high value as 
tools, utensils, implements, etc., but on the contrary 
it takes in the more crude and rough items of produc- 
tion. A few such representative commodities, selected 
at random, are reproduced in the following: 



Angles, Iron 
Axles, Car 
Bands, Hay 
Beams, Brake 
Beams, Iron 
Bolsters, Car 
Castings 
Chains 
Culverts 
Fastenings, Rail 
Ferromanganese 



Ferrosilicou 

Frogs, Railroad 

Iron, Band 

Iron, Bar 

Iron, Chain 

Iron, Sheet 

Nails 

Nuts 

Pipe, Cast, Sheet, or 

Wrought 
Plate, Boiler 



Poles, Electric Wire 

Rods 

Shoes, Horse, Mule, or Ox 

Spiegeleisen 

Tubing 

Weights, Bed or Elevator 

Wire 



In connection with the adjustment of rates employed 
with respect to grain and grain products and live stock 
and dressed meat, it should be noted that they are 
srenerally authorized and applied throughout the ter- 
^•itory, both as to points of origin, on the one hand, and 
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as to points of destination, on the other, since these 
commodities may reasonably be inferred to move from 
and to any of the points therein. 

As there are facilities for the working of iron at 
comparatively few points throughout the territory, and 
as the industry has, to a large extent, centered in 
eastern Ohio, western Pennsylvania, and New York the 
special iron and steel adjustments are confined in their 
application to these groups. 

(h) Grouping of Territory 

The territory above mentioned has been roughly 
divided into a number of groups, and the principal point 
therein has usually been the name assigned to the group. 

The Pittsburgh group takes in some 400 points in 
western Pennsylvania adjacent to Pittsburgh. 

The Wheeling group includes some 40 stations near 
Wheeling in West Virginia and Ohio. 

Cleveland rates apply from some 120 points in eastern 
Ohio near Cleveland. 

The Youngstown group takes in some 160 stations in 
eastern Ohio and western Pennsylvania not included in 
either the Cleveland or Pittsburgh groups. 

The Marietta-Zanesville group includes points men- 
tioned and some 75 additional points in eastern Ohio 
not embraced in any of the foregoing groups. 

The Dunkirk group applies from Dunkirk and rela- 
tive points, the southwestern part of New York, and 
the extreme northwestern part of Pennsylvania. 

The rates on manufactured articles of iron and steel, 
also pig iron, iron and steel billetts, blooms, etc., are 
generally expressed, in so far as the manufactured 
articles are concerned, at rates in cents per 100 pounds, 
while the heavier commodities such as pig iron, iron 
and steel billets and blooms are quoted at rates, in 
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cents per ton at 2000 pounds or gross 2240 pounds, as 
indicated. 

The rates on manufactured articles of iron and steel, 
also pig iron, iron and steel billets, blooms, etc., from 
percentage points shown on Map 6 to the New York 
group shown on Map 7 are based on the rates from 
Chicago to New York, except from the more important 
groups named above, which adjustments will subsequently 
be taken up. 

The rates currently in effect from Chicago to New 
York and used as basing factors are as follows : 

Pig iron, mill cinder scale and ore 

cinder $5.20 per gross ton 

Ingot molds 5.20" net *' 

Billets, blooms, scrap iron, old rails, 
old car wheels, chain iron, tin plate, 
rods, etc 5.30 " gross 

Pig molds ^. . . 5.20 '' net 






The rates from percentage territory, other than the 
groups above mentioned, are constructed by the appli- 
cation of the percentages employed in connection with 
the general commodity-rate adjustment, both as to points 
of origin, other than Chicago on the one hand, and to 
points of destination, other than New York, on the other 
hand. 

From the special groups, the rates are constructed 
under the application of an arbitrary basis, namely, 
from the Pittsburgh- Wlieeling groups, the rates to New 
York are made the same as from Buffalo, with the 
exception that on articles taking fourth-class, fifth-class, 
and sixth-class rates, the rates are made 60 per cent of 
those obtaining from Chicago to New York. 

From the Cleveland group, the rates are 3 cents per 
100 pounds or 60 cents per ton higher than from 
Pittsburgh. 

From the Youngstown group to the New York group. 
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the rates are 2 cents per 100 pounds or 40 cents per 
ton higher than from Pittsburgh. 

From the Marietta-Zanesville group to the New York 
group, the rates are 3^^ cents per 100 pounds or 70 
cents per ton higher than from Pittsburgh. 

The rates from Dunkirk are the Pittsburgh rates, not 
to exceed in any event the rates that may be estab- 
lished from Youngstown. This was necessitated by the 
application of the long-and-short-haul clause. 

Under the foregoing, in computing the rates on 
articles of iron and steel rated per gross ton from per- 
centage points, except those mentioned above, the fol- 
lowing method would be employed: 

The base rate from Chicago to New York is estab- 
lished, we will say, on a per gross ton basis, and the 
rate for 100 pounds is obtained by using the weight of 
2000 pounds per ton as a factor and dividing the rate 
per ton by 20 to obtain the rate per 100 pounds, retain- 
ing the actual fractions. With this rate obtained, the 
rates from percentage points other than the 100 per 
cent group are secured by applying the proper percent- 
ages shown on Map 6 , Atlas of Railway Traffic Maps. 

A basing rate of $5.30 per gross ton oh billets named 
from Chicago to New York is equivalent to a rate of 
26.5 cenis per 100 pounds. The rates from Defiance, 
Ohio, to New York is 85 per cent of the 26.5 cent rate 
from Chicago- to New York which makes the rate from 
Defiance 22.5 cents or $4,50 per gross ton. 

To Eastern Ba^e Points Other Than New York. — ^In the 
following table there has been reproduced the current 
basis for the establishment of rates on iron and steel 
article? and articles manufactured therefrom, from a 
few of the representative groups. These may be taken 
as typical oi those applying from other groups and 
serv0, in a measure, to illustrate the general adjustment 
that obtains with respect to this traffic. 
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This table shows the formula to be employed in 
making rates to certain eastern groups only. To such 
eastern groups as are not shown in this table, the 
general commodity adjustment applies from the special 
groups in percentage territory. However, the arbi- 
traries over Pittsburgh rates, indicated therein, as 
applied to existing rates will indicate, in some cases, 
a disregard of this adjustment which is optional with 
the several carriers. 

The base rate for groups in the eastern part of 
percentage territory to eastern groups is the rate from 
Pittsburgh to New York. The rates from Pittsburgh to 
New York are 60 per cent of those from Chicago to 
New York except on billets, pig iron and articles taking 
the same rate and articles in the special list of iron 
and steel articles. On the excepted articles, rates from 
Pittsburgh are the same as from Buffalo. 

The rates from the Pittsburgh- Wheeling group are 
usually a certain percentage of the rates from Pittsburgh 
to New York. However, there are a number of excep- 
tions to this general statement. From Cleveland, 
Youngstown, Marietta, and Zanesville, the rates are 
usually arbitraries over or under those from Pittsburgh. 
The details of this basis are set forth in the preceding 
table. In most items of the table, the rates to the eastern 
groups in question are either percentages of the rates 
from Pittsburgh to New York or arbitraries over the 
Pittsburgh rates. 

On the application of the basis set forth in the table, 
representative rates from Cleveland and Youngstown, 
Ohio, on articles of iron and steel manufacture, classified 
fourth class in less than carloads, are as follows : 

Cleveland Youngstown 

Ncuir York 28 27 

Boston 31 30 

PhiladelpKia % 26 25 

Albany 27 26 
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Cleveland Toungstown 

Utica 23 23 

Syracufle 21 21 

Rochester 18 17.5 

The rate on new iron and steel rails which are rated 
per gross ton is as follows from Cleveland and from 
y oungstown : 

Cleveland Youngstown 

IJew York $3.70 $3.50 

Boston •. 4.20 4.00 

Philadelphia •• 3.60 3.30 

Baltimore 3.50 3.30 

Albany 3.50 3.40 

Utica 2.90 2.80 

Syracuse 2.70 2.70 

Bochester 2.30 2.20 



i 



CHAPTER XIX 



Ocban-and-Rail and Eail-and-Ocban Bates 

(a) Eastbound Rates 

In railroad phraseology the arrangement of the names 
of the agencies employed in these routes indicates the 
course of the movement. A * * rail-and-ocean route '^ 
means a rail haul in the first instance, and then an ocean 
haul, whereas the reverse order is meant by the term 
* * ocean-and-rail route. ' ' 

This service was inaugurated by the Baltimore and 
Virginia Cities' lines, which are the Baltimore & Ohio 
Railroad, the Chesapeake & Ohio Railway, the Norfolk 
and Western Railway, and the Southern Railway, and 
designed to give them an entrance into Trunk Line and 
New England territories and to enable them to compete 
with the all-rail lines serving these territories. 

The principal ocean carriers engaged in this traflSc are 
the Clyde Steamship Company, Old Dominion Steamship 
Company, and the Merchants & Miners Transportation 
Company. These carriers collectively serve the ports of 
Boston, Providence, New York, Philadelphia, Baltimore, 
Norfolk, and Newport News. 

Owing to the necessity of the transfer from cars to 
vessel, or from dock to vessel and to the subsequent dis- 
charge from vessel to cars or docks, the time in transit 
considerably exceeds that of the rail lines. As thereby 
the element of risk is also considerably increased, the 
route has its disadvantages as compared with the 
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' standard all-rail route. In order to attract tonnage it is 
necessary for the water-and-rail routes to establish trans- 
portation charges which are less than those that obtain 
via the all-rail lines. 

The question as to what is a proper scale of rates to be 
maintained by the ocean-and-rail routes has been a very 
vexatious problem confronting the traffic managers of the 
various organizations. Out of a series of rate wars, how- 
ever, the present system has evolved. The all-rail lines, 
conceding to the demands of the rail-and-water lines 
agreed to the establishment of rates which should be on 
fixed figures, or differentials as they are called, to the 
extent that the rates by the water-and-rail routes might 
be established under the existing all-rail rates from and 
to the same points. Indeed, the lines are frequently 
designated as ** differential routes*' or ** differential 
lines. '* The terms so used refer to routes or lines which, 
on account of a slightly inferior service, are conceded 
rates based on differentials under existing standard all- 
rail rates. 
The basis for rates via rail-and-ocean lines from 

Central Freight Association Territory to certain north 
Atlantic ports and to interior eastern points taking the 
same rates is set forth in Table 33. All the differentials 
are shown in Table 14^ which should be consulted in this 
connection. ^^g^E 33 

Basis fob Rates via Rail and Ocean from Central Freight 

Association Points to North Atlantic Seaboard 

Ports and Interior Eastern Points 



s 


To Points Specified 
IN Items 


Fbom 
Per- 

CEIfTAGE 

Points 


Differentials in 

Cents pkk 100 Pounds 

•• 






Glasses 


Remarks 




12 3 4 5 6 




1 


To Boston^ and Fall 
River, Mass., Prov- 
idence, R. I., and 
New York via Bal- 
timore and Phila- 
delphia 


60-76 
77-119 


3 2i 2 U 1 1 
8 6 4 3 2 2 


Under all-rail 

rates 
Under all-rail 

rates* 
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TABLE 3a— Continued 



g 


To Points Specified 
nc Items 


Fbom 
Per- 
centage 
Points 


Differentials in 
Cents per 100 Pounds 




M 


Classes 


Remarks 




12 3 4 5 6 




2 


To all points speci- 
fied in the heading 
of the table via 
Virginia ports. 


60-119 


1 
8 6 4 3 2 2 Under all-rail 

rates* 



*But not to Boston via Fall River or Providence. 

'But not less than rates established from 76 per cent points. 

*The rates to Baltimore via all rail are the minima for through rates, 
except from St. Louis and other 117 per cent points. FYom the St Louis 
group the Baltimore rates are not the minima. 

The ocean-and-rail rates eastbound, it will be observed, 
apply via two distinct groups of points, namely, (1) 
Baltimore and Philadelphia and (2) the Virginia ports, 
including Norfolk and Newport News. 

As Baltimore and the Virginia Cities are the termini 
of rail lines it is, of course, natural to find that no adjust- 
ment is prescribed for rates to such ports. 

To New York and to the New England ports specified 
and to points taking the same rates, the rates are made 
the differentials indicated in Table 33, under the all-rail 
rates applicable from and to the same points. 

For example, the all-rail rates from the 117 per cent 
group to Boston are the following New York rates : 

Classes 1 2 3 4 5 6 

Rates .; 105.5 92.5 70 49 42 35 

to which are added the following differentials : ^ 

Classes 1 2 3 4 5 6 

Rates 7 6 5 4 3 2 

resulting in the following through rates from East St. 
Louis to Boston via all-rail routes : 



Classes 1 


2 


3 


4 


5 


6 


Rates 112.5 


98.5 


75 


53 


45 


37 


0Table 22, item 2. 
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Using the foregoing all-rail rates from East St. Louis 
to Boston as a basis, the rates via Baltimore or Phila- 
delphia in connection with the ocean-and-rail lines, are 
established by deducting the 8-cent scale of differentials, 
which results in the following rates : 



Classes .... 


1 


2 


3 


4 


5 


6 


Bates 


104.5 


92.5 


71 


50 


43 


35 



The same principles are employed in establishing the 
rates via Virginia ports, but with the proviso that rates 
so established must not in any event be less than the 
rates established to Baltimore via all-rail routes. This 
has the effect of making the rates (except from St. Louis, 
Mo., East St. Louis, 111., and points basing thereon) the 
following differentials under the all-rail rates : 





Differentials in Cents per 100 Pounds 


To 


Classes 




12 3 4 5 6 


Boston. Mass 


8^4322 


Providence. R. I 


8 6 4 3 2 2 


New York, N. Y 


3 3 3 3 2 2 


Jersey Citv. N. J 


3 3 3 3 2 2 


Philadelphia, Pa 


111111 



As far as destinations are concerned, the base-point 
rates are not established to such wide zones as obtain in 
connection with the all-rail adjustment. To the greater 
part of New England, especially to interior points more 
distantly removed from the ports of Providence and 
Boston, the rates are made by the addition of certain 
arbitraries over the port rates, these arbitraries in some 
cases are the full local rates of the rail carriers serving 
the ports, and in other cases, they are certain amounts 
less than the local rates. This information is given in 
the guide books of these routes. 
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(b) Westbound Rates 

On westbound traffic from New York, there are two 
scales of differentials in nse. One scale is based on a 
16.8-cent scale applicable during tbe open season of 
navigation on the Great Lakes, which causes competition 
that is felt by the ocean-and-rail lines to a considerable 
degree. The other scale is based on a 10-cent differential 
on first class, and is applicable when navigation is closed, 
and results in rates slightly higher during the winter 
months than those that obtain during the summer 
months. 

Table 14 indicates the rates applicable via the various 
ocean-and-rail routes, and from this it may be observed 
that while the rates from Boston and New York to 
Chicago during the season of open navigation are on the 
same basis when navigation on the Great Lakes is 
closed, the rates applicable via the ocean-and-rail routes 
from Boston are on a 5-cent scale of differentials over 
the rates from New York via the same routes. 

It may be said in passing, that in recent years, due to 
improved methods in the handling of cargo freight, the 
time consumed by these routes has been materially 
reduced and modern marine equipment has greatly 
minimized the opportunities for loss or damage. Conse- 
quently the lines afford a service that is but slightly 
inferior to that of the all-rail routes, and they have 
succeeded in attracting to themselves a large volume of 
business which formerly moved via all-rail lines at higher 
rates. 



CHAPTER XX 

DIFFERENTIAL RATES— Continued 

Lake-and-Bahj Bates 

On the entrance of this country into the European war 
a large number of the lake boats were requisitioned for 
the Atlantic trade, consequently reducing the movement 
of merchandise to a minimum on the Great Lakes. An- 
other important feature was Director-General McAdoo 's 
order that all differential rates be removed, thus bringing 
the rates to the level of the all-rail routes. This natu- 
rally transferred the great bulk of freight to the rail- 
roads as there was no advantage in shipping over the 
slower routes. An outcry against this order was raised 
both by the lake carriers and the shippers, with the proba- 
bility that these rates will be returned to their former 
status, and should therefore be very closely studied. 

Navigation is possible upon the Great Lakes during the 
open season, when the lakes are unobstructed by ice. 
During this period, which usually extends from April 15 
to November 15, from sixty million to one hundred million 
tons of freight are moved thereon. A large portion of 
the westbound tonnage, which is destined to and beyond 
western freight ports, originates at New York, Phila- 
delphia, and Boston, and at other points in New England, 
and Trunk Line territories. 

The nature of the service, of course, is such that it 
attracts only such traffic for which the question of time 
and service is of secondary importance. 
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The figures shown in the following list are taken from a 
recent report of the United States Engineer Department. 

Receipts Shipments 

Duluth-Superior $9,424,062 $21,247,884 

Manistique 278,594 

Gladstone Harbor 449,223 

Menominee 222,604 

Marionette 83,899 

Green Bay 751,326 129,455 

Sturgeon Bay 571,773 

Kewanee 143,584 73,282 

Manitowoc 579,747 1,437,229 

Milwaukee 6,224,239 1,388,002 

Chicago 2,452,554 1,573,022 

Calumet Harbor (South Chicago) 5,010,187 1,597,809 

BuflFalo 7,641,841 4,776,021 

The shipments of the northern ports, snch as Duluth 
and Superior, are confined to a greater extent to ship- 
ments of ore, grain, and grain products, and to other 
commodities that are peculiar to the northwest. Coal is 
also an item that figures in a large proportion in the lake 
traffic of the several ports. The following summary of 
the receipts at the port of Buffalo presents, however, a 
very diversified list of articles of commerce and may be 
taken as typical of those of other ports : 

Beer 1,002 casks 

Blanks, Button 97 sacks 

Blocks, Butchers' 298 

Cakes, Oil 80,353 sacks 

Casings 495 tons 

Cereals 147,590 cases 

Coal 71,395 tons 

Cooperage 4,677 tons 

Copper 99,830 tons 

Cotton 10,660 bales 

Feed 1,928,007 sacks 

Fish 57 tons 

Glucose 105,132 bbls. 

Goods, Canned 42,980 cases 

Croods, Woolen 42 cases 

Grain and Flour — 

Barley 9,284,961 bu. 

Com 29,430,222 bu. 

Flax 4,569,862 bu. 

Flour 6,978,220 bu. 

Oats 9,581,224 bu. 

Rye 755,299 bu. 

Wheat 68,427,588 bu. 

Hair 13,736 bales 
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Hides 3,760 bales 

Hops 1,050 bales 

Implements, Agricultural 7,114 tons 

Iron, Pig 62,487 gross tons 

Iron, Scrap 235 gross tons 

Lard 900 tubs 

Lath 3,386,000 

Lead 2,000 pigs 

Lead, White 236 cases 

Leather 227 bundles 

Lumber 104,434,000 ft. bd. meas. 

Matting 7,746 rolls 

Merchandise 165,671 tons 

Ore, Iron 2,317,048 gross tons 

Oat Meal 290 bbls. 

Ore, Sulphur 31,000 gross tons 

Paint 21 tons 

Peas 6,025 bu. 

Pebbles . .^ 6,790 sacks 

Pelts 396 bundles 

Pickles 1,260 bbls. 

Pork 10,923 bbls. 

Posts 17,000 

Rags 19,296 bales 

Rubber 12,608 bales 

Sand, Furnace 1,100 tons 

Seed, Grass 1 1,944 bu. 

Shingles 688,000,590 

Starch 643,706 boxes 

Stone 34,065 tons 

Syrup 5,195 bbls. 

Tallow 130 bbls. 

Ties, Railroad 4,000 

Tobacco 146 cases 

Twine 275 tons 

Vinegar 1,090 bbls. 

Water, Mineral 1,023 bbls. 

Wool 13,144 bales 

Zinc 45 tons 

These figures, which were also obtained from the 
engineers' report previously mentioned, represent a 
valuation of $230,304,221. 

For a number of years it has been the policy of the 
trunk-line carriers to establish lake lines and to operate 
them as subsidiary properties. The more important of 
the lake lines with their parent companies were as follows 
(Annual Report — ^TJ. S. Engineer Department, 1912) : 

Anchor Line (Pennsylvania Railroad). 

Erie & Western Transportation Company C* Anchor Line") 
(Pennsylvania Railroad). 
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Canada Atlantic Transit Company (Grand Trunk Railway). 

Canadian Pacific Steamship Lines (Canadian Pacific Railway). 

The Lehigh Valley Transportation Company (Lehigh VaUey 
Railroad). 

Mutual Transit Company (the joint property of the Lehigh 
Valley, the Erie, the Delaware, Lackawanna & Western, and the 
New York Central railroads). 

The Western Transit Company (New York Central Railroad). 

Rutland Transit Company (Rutland Railroad). 

Erie Railroad Lake Lines (Erie Railroad). 

The map in Diagram 9 has been reproduced in this 
treatise^ because it indicates the routes and the various 
ports of call served by several of the important com- 
panies. 

The propriety of the continuance of the lake lines 
under railroad control was made the subject of legisla- 
tion in the so-called Panama Canal Act. The ownership 
by rail carriers of water craft which, if operated as 
independent lines, might compete for trade was made an 
issue in the case of the lake lines, and the Interstate 
Commerce Commission decreed that a continuance of 
such ownership was contrary to the statute and contrary 
to the public interest. It therefore ordered the rail- 
roads to dispose of their interest in the lake lines not 
later than December 15, 1915. 

In the issue above mentioned, it was alleged that the 
boat lines when operating as a distinct unit have been 
losing, but that by reason of the financial strength of the 
owning railroads the boats have been kept in service, 
though operating at a loss ; that this condition could not 
or would not prevail if it were not for the joint owner- 
ship ; that the boats would otherwise disappear from thia 
lakes ; and that the keeping of these boats in the service 
is indispensable and advantageous to the convenience and 
commerce of the people. 

Even under these new conditions the rates main- 
tained by the lake lines under railroad management for 



*See Diagram 9, page 106. 
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some years will serve as the criterion by which such rates 
as may be established in the future may be measured. 

Owing to the aggressive competition between many 
lines participating in the traflSc and in the complaints 
broughts by rival communities as to the adjustment, the 
general basis for the construction of rail-and-lake rates 
has been subject to many fluctuations. The adjustment 
currently in effect has been reproduced in Table 34, 
which shows the basis for rail-and-lake rates on classes 
from the eastern groups specified in the table to various 
western destinations. 



TABLE 34 
Basis for Rates via Rail and Lake on Classes prom Eastern 

Groups to Western Points Specified 





Fbom New York Rate 
Group to 


Rates or DiFFERENTiAii* 
IN Cents per 100 Pounds 


Remarks 


» 

^ 


Classes 




12 3 4 5 6 




1 


Chicago, 111., Milwaukee 
and Manitowoc,* Wis. 
Also to Gladstone* and 
Sault Ste. Marie,* Mich., 
for Lake Line Delivery 


13 11 9 5 5 4 


Lower than New 
York-to-Chicago 
all-rail rates 


2 


Cleveland, Ohio 


5.9 5.5 3.3 3.1 2.4 1.7 


Lower than all-rail 
rates 


3 


Detroit and Port Huron, 
Mich. 


11.5 8.3 6 4.7 4.6 2.5 


Lower than all-rail 
rates 


4 


Duluth, Minn., Marquette,* 
Mich. 

Superior, Wis., Hancock,* 
Houghton, Dollar Day,* 
and Hubbel,* Mich. 




Same rates as 
from New York 
to Chicago via 
rail and lake 


5 


Sault Ste. Marie,* Mich., 
and stations on M. St. 
P. & S. S. M. Ry., St. 
Mary's Transfer to Rap- 
id River and Trenary, 
Mich., inclusive, via 
Lake Lines to Glad- 
stone, Mich., thence via 
rail 


3 3 3 3 2^ 2^ 
(Inf. 11961) 


Higher than New 
York-to-Chicago 
rail-and-lake 
rates 



lAt the time of revision of this treatise the rail-and-lake rates are in a very 
uncertain state because the rail lines have been obliged to relinquish theh* 
control of the boat lines operating on the Great Lakes. A number of the 
boats formerly owned by tne railroads are being operated by The Great Lakes 
Transit Corporation, an organization independent of the rail lines. The basis 
of rates therefore shown is subject to change, and careful investigation should 
be made to determine the rates In effect at any specified time.' 
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TABLE 34— Continued 

Basis for Rates via Rail and Lake on Classes from Eastern 

Groups to Western Points Specified 





From New York Rate 
Group to 


Rates or Differentials 
IN Cents per 100 Pounds 


Remarks 


1 


Classes 


12 3 4 5 6 




6 


St. Paul rate territory' 


21 18 13 8 7 5 


Higher than Du- 
luth rail-and- 
lake rates 




Aurora-Elgin, 111. 


14.3 11.1 8.2 6.4 5.7 4.1 






Altamont, Annawaii, 
Laura 


14.4 12.2 8.9 5.7 5.5 4.5 






Mason City 


14.3 11.5 8.8 6.2 5.3 4.5 






Galva, St. l^uia 


14.2 11.9 8.4 6.1 5.9 4.8 






St. Marys 


14.2 11.3 8.1 5.9 5.4 4.1 




7 


Weatville 


14.1 11.8 8.7 5.7 6 4.4 


Lower than all-rail 




Neponset 


14.6 11.5 8.4 6.3 5.2 4.2 


rsLtea 




Danville, Joliet, Kanka- 
kee, Racine 


13.8 11.3 8.5 5.8 5.5 4.3 






Peoria, Streator 


13.7 11.1 8.8 5.5 5.7 3.9 






Atkinson, Carthage, Mon- 
mouth, Moline 


12.2 9.9 7.4 5.1 4.9 3.8 






Springfield 


14 12.2 8.3 5.6 5.6 4.7 






From Philadelphia 
Rate Group to 






8 


All destination territorieR 
above enumerated 


6 6 2 2 2 2 


Lower than rail- 
and-lake rates 
from New York 




From Baltimore Rate 
Group to 






9 


All destination territories 
above enumerated 


8 8 3 3 3 3 


J-iOwer than rail- 
^nd-lake rates 
from New York 




From Certain Points in 
ViciNirr OF New York- 
Taking New York Basis 
ON Rail-and-Lake 
Traffic, to 








Gallon, Ohio 


5.9 4.9 1.9 3 1.9 2 






Tiffin, Ohio 
Forest, Ohio 


7.5 6.3 3 3.7 2.6 2.5 






Findlay, Ohio 


9 7.6 4 4.4 3.2 3 




10 


Urbana, Ohio 


10.6 9 5.1 5.2 3.8 3.6 


Lower than New 




Springfield, Ohio 


11.4 9.7 5.6 5.5 4.1 3.8 


York all-rail 




Dayton, Ohio 


12.2 10.4 6.1 5.9 4.5 4.1 


rates' 




Ansonia, Ohio 


13 11.1 6.6 5.3 4.8 4.4 






Union City, Ohio 


12.8 10.7 7.2 5.6 5.1 3.6 
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TABLE 34— Continued 

Basis for Rates via Rail and Lake on Classes from Eastern 

Groups to Western Points Specified 



10 



11 



12 



13 



Fbom Certain Points in 
Vicinitt or New York* 
Taxing New York Basis 

ON RAHi-AND-LAKE 

Traffic, to 



Rates or Differentials! 
IN Cents per 100 Pounds' 



Classes 



6 



Remarks 



Cincinnati, Ohio 



Winchester, Ind. 



Muncie, Ind. 



Anderson, Ind. 



Indianapolis, Ind. 
Fairmount, Ind. 



Lebanon, Ind. 



Martinsville, Ind. 



CTawfordsville, Ind. 



From Boston Bate 
Group* to 



13.6 10.4 7.7 6 5.4 3.9 



13.3 11.1 8.2 5.4 5.7 4.1 



12.9 10.5 8.3 5.1 5.4 3.7 



13.5 10.8 8.3 5.9 5 4.2 



13.3 11.5 7.8 5.2 5.3 4.5 



13.9 10.9 7.9 6 4.9 4 



13.6 11.6 8.4 5.3 5.2 4.2 



13.4 11.3 7.9 5.7 5.6 4.5 



13.8 11.3 8.5 5.8 5.5 4.3 



Cleveland, Ohio 



Detroit, Port Huron, Chi- 
cago, Milwaukee, Mani- 
towoc, Gladstone, Sault 
Ste. Marie, Duluth, Su- 
perior, Marquette, Han 
cock, Houghton, Dollar 
Bay, Hubbel, St. Paul, 
Green Bay, Racine, Jol 
iet, Kankakee, Aurora, 
Elgin, Streator, Ne 
ponset, Laura, Galva, 
Annawan, Atkinson, 
Moline, and Monmouth 
rate territories 



Danville, 111. 



St. Mary's, Ind. 



Westville, 111. 



Peoria. 111. 
Mason City, 111. 



Springfield, 111. 



Altamont, 111. 

St. Louis, Mo. 
Trans-Mississippi 

Carthage, 111. 



Lower than New 
York all-rail 
rates" 



7.9 6.5 4.3 4.1 3.4 1.7 



8.S 


7.3 


5.5 


4.8 


3.5 


2.3 


9.2 


7.3 


5.1 


4.9 


3.4 


2.1 


9.1 


7.8 


5.7 


4.7 


4 


2.4 


8.7 


7.1 


5.8 


4.5 


3.7 


1.9 


9.3 


7.5 


5.8 


5.2 


3.3 


2.5 


9 


8.2 


5.3 


4.6 


3.6 


2.7 


9.4 


8.2 


5.9 


4.7 


3.5 


2.5 


9.2 


7.9 


5.4 


5.1 


3.9 


2.8 



7.2 6.9 4.4 4.1 2.0 1.8 



Lower than Bostor 
all-rail rates 



Same as rail-and- 
lake rates from 
New York 



Lower than Boston 
all -rail rates 



'Included are Brooklyn, Jersey City, New York City, an<i stations on 
Hudson Division of New York Central Railroad. New York City north 
to and including: Castleton, N. Y. — a point 9 miles south of Albany. 
*But not less than the following: scale: 

Classes 1 2 3 4 6 6 

Rates 64 47 38 25 22 18 

* See explanation of status of rail-and-lake, etc., rates, page 232. 
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Table 34 indicates only some of the important terminal 
points. Other points are grouped with these, and the 
same rate is made thereto. 

It will be observed that this adjustment is applied as 
far west as St. Paul, and that through rates are pub- 
lished by the rail-and-lake lines governed by the Official 
Classification, although a considerable portion of the 
territory involved lies wholly within Western Classifica- 
tion Territory. 

In general, it may be stated that the rail-and-lake rates 
are certain arbitraries under the all-rail rates between 
the same points. This scale of differentials, however, is 
not the same in all cases, as it varies to a considerable 
degree as is indicated in Table 34. 

The rates to Duluth are at present the same as the 
rail-and-lake rates to Chicago. These rates were estab- 
lished by the carriers under an order of the Interstate 
Commerce Commission resulting from a complaint made 
by the Conmaercial Club of Duluth that the then existing 
rates, which were made on a 68-cent scale, were unduly 
prejudicial to the interests of Duluth and favored Chicago 
as a distributing point for northwestern territory at the 
expense of the Duluth interests. 

In touching upon the adjustment employed in the 
establishment of rail-and-lake rates, the Commission 
called attention to the fact that in addition to the gen- 
eral investment in boats, wharves, and other property 
used in the service there are, of course, a number of 
special factors that properly enter into these rail-and- 
lake rates that are not characteristic of all-rail rates. 
The capacity of the boat, for example, is necessarily an 
important element. Properly related to this is the depth 
of the channels through which the boat must pass — ^this 
controls its loading. The sufficiency and convenience of 
the wharf and dock facilities is another matter which 
must be considered. The character and condition of the 
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harbor and of the harbor entrance are of no less 
importance. The length of haul is entitled to some con- 
sideration, although mere distance, as all agree, has even 
less influence on a water rate than it has on a rail rate. 
The time taken in making the trip has some relation to 
the rate, although a difference of merely a few hours is 
not of great importance. A feature of more importance 
is the conditions of navigation with respect to the 
matter of storms, fogs, and similar perils that are 
incident to water transportation. And finally, as with 
all rates, the density of the traflSc and the cost of 
operation must not be overlooked. 

A comparison of the distance to Duluth with the 
distance to Chicago on traffic originating in the seaboard 
indicates that it is practically the same. As a matter of 
fact, the actual distance in favor of Chicago as reckoned 
from New York is but 96 miles. 

The rates to Sault Sainte Marie, Mich., and to other 
points taking the same rates are the differentials shown 
in item 5 of Table 34 higher than the rail-and-lake rates 
from New York to Chicago. 

The lake-and-rail rates to points south and west of 
Chicago shown in item 7 of the Table 34 are arbitraries 
under the all-rail rates to the same points. 



CHAPTER XXI 
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Lake-and-Bail Bates — Continued 

The water-and-rail-rates from New York and from 
other points taking the same rates to Canadian percent- 
age groups shown on Map 5, Atlas of Railway Traffic 
Maps, are set forth in Table 35. 

TABLE 35 

Basis for Bates via Water and Rail on Classes from Eastern 

Groups to Western Points Specified 



Item 


From New York Rate Group to 
Canadian Peucentaoe Groups 


Rates or Differentials in 
Cents per 100 Pounds 




Classes 




12 3 4 5 6 




760, 76D, 78C, 78D % points via 
water-and-rail lines via Ix>ng Island 
Sound, New London, Conn., or Bos* 
ton, Mass., or Portland, Me. 


53.5 47.3 37 26.7 21.6 18.6 


1 


Points taking higher than 78% 
rates via water-and-rail lines via 
Long Island Sound, New London, 
Conn., or Boston, Mass., or Port- 
land, Me., are not less than on 
basis of tiie following differentials 
below standard all-rail-rates. 


8 6 4 3 3 2 



The rates from New York via the New York, Ontario 
& Western Bailway via the Niagara Frontier are slightly 
less than the all-rail rates ; thus, from New York to Can- 
adian percentage groups, via Bouse 's Point, the rates are 
not less than the standard all-rail rates. From New York 
points to points taking not higher than 78 per cent of the 
rates from New York to Chicago via water lines through 
Long Island Sound and New England ports, the rates are 
slightly less than the all-rail rates, as is shown by the 

237 
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differentials in Table 35. To the Canadian percentage 
groups taking higher than 78 per cent of the rates from 
New York to Chicago via water lines through Long 
Island water routes and through New England ports, the 
rates are made certain differentials under the all-rail 
rates. 

From Philadelphia and Baltimore via rail and lake to 
all destination groups named in Table 35, except in 
Canadian percentage territory, the rail-and-lake rates 
are regular Philadelphia and Baltimore differentials 
under the rail-and*^lake rates from New York to the same 
points. The Philadelphia and Baltimore differentials are 
based on the 6-cent scale and 8-cent scale respectively, 
as shown in items 8 and 9 of Table 34. 

From certain points in the vicinity of New York to 
certain groups in Central Freight Association Territory, 
rail-and-lake differentials are the scales shown in Table 
34. These scales are lower than the regular scale apply- 
ing from New York proper. 

Rail-and-Lake and Rail-Lake-and-Rail Rates from 

C. F. A. TERRrroRY 

The basis for rates from C. F. A. Territory to Lake 
Huron, Lake Superior, and Lake Michigan ports, and 
also to Detroit, Port Huron, St. Paul, and points taking 
the same rates is set forth in Table 36. For rates between 
these points C. F. A. Territory is divided into the 
following groups : 

Akron Ohio Indianapolis ....Ind. New Philadelphia 

Beaver Pa. Jeflfergonvillc .... Ind Ohio 

Cambridge Ohio Louisville Ky. Orrville Ohio 

Canal Dover Ohio Mahoning and Shen- Parkersburg. . . W. Va. 

Canton Ohio ango Valley Pittsburgh .Pa. 

Cincinnati Ohio Points ....Ohio-Pa. Springfield .....Ohio 

Columbus Ohio Marietta Ohio Steubenville .... Ohio 

Dayton Ohio Massillon ..Ohio Toledo Ohio 

EUwood City Pa. New Albany Ind. Wheeling W. Va. 

Evansville Ind. New Comerstown Zanesville Ohio 

Hamilton Ohio Ohio 
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From C. F. A. Territory to a number of the groups the 
rates are made by a combination of the local rates to and 
from the Lake Erie ports, observing the rail-and-lake 
rates from Baltimore, Md., as maxima. From C, F. A. 
Territory to other groups the rates are usually certain 
differentials under the all-rail rates, subject in some cases 
to the combination of local rates to and from Lake Erie 
ports and the rail-and-lake rates from Baltimore, Md., 



as maxima. 



TABLE 36 



Basis for Rates via Rail and Lake and via Rail, Lake, and 

Rail from C. F. A. Territory to Lake Huron, Lake 

Michigan, and Lake Superior Ports, St. Paul, 

AND Points Taking the Same Rates^ 






3 



5 



From C. F. A. Ter- 
ritory TO 



Differentials in Cents 
PER 100 Pounds 



Classes 



Remarks 



il 



3 



1 Alpena (Au Sable, 
Oscada, Harris- 
ville, and Alpena, 
Mich.) 



Bay City (Bay City,j 
Saginaw, La Peer,' 3 
and Flint, Mich.)' 



Cheboygan 
(Mich.)' 



4 Detroit (Detroit I 
and Sugar Island 3 
Park, Mich.) 



Duluth (Minn.)* 



3 3 



5 



6i 




Combination of local 
rates to and from l^ako 
Erie ports, observing 
the rail-and-lake rates 
from Baltimore, Md., 
to Sault Ste. Marie, 
Mich., as maxima 



1 1 Less than all-rail rates 



Combination of local 
rates to and from Lake 
Erie ports, observing 
the rail-and-lake rates 
from Baltimore, Md., 
as maxima 



3 3 2 11 jLess than all-rail rates 



Combination of local 
rates to and from Lake 
Erie ports, observing 
the rail-and-lake rates 
from Baltimore, Md., 
as maxima 



240 FREIGHT BATES— OFFICIAL TERRITORY 

TABLE 36— Continued 

Basis fob Rates via Rail and Lake and via Rail, Lake, and 

Rail from C. F. A. Territory to Lake Huron, Lake 

MiCHiOAN, AND Lake Superk^ Ports, St. Paul, 

and Points Taking the Same Rates 



^ 


Fbom C. F. A. Tfr. 

BITOBT TO 


DiFFEBENTTALS IN CENTS 

FEB 100 Pounds 


^^ 


(■^ 


Classes 


Remabks 




12 3 4 5 6 




6 


Gladstone (Mich.) 




Combination of local 
rates to and from Lake 
Erie ports, observing 
the rail-and-lake rates 
from Baltimore, Md., 
as maxima 






7 


Harbor Beach (Lex- 
ington, Port Sani- 
lac, Forester, Har- 
bor Beach, and 
Port Hope, Mich.) 


3 3 3 2 11 


Less than all-rail rates, 
subject to combination 
of local rates to and 
from Lake Erie ports 
and rail-and-lake rates 
from Baltimore, Md., 
as maxima 


8 


Port Huron (Marine 
City, St. Clair, 
Port Huron, Sar- 
nia, and South 
Port Huron, 
Mich.) 




All-rail rates, subject to 
rail-and-lake rates to 






Bay City, Mich., as 
maxima 


9 


St. Paul (Minn.)* 


10 10 10 5 5 5 


Less than all-rail rates 


10 


Sault Ste. Marie 
(Mich.)* 




Combination of local 
rates to and from Lake 
Erie ports, observing 
the rail-and-lake rates 






from Baltimore, Md., 
as maxima 



* The groups of C. F. A. Territory are shown on page 238. 

*Glen Haven, Glen Arbor, South Manitou, North Manitou, Leland, North- 
port, Omena, Suttona Bay, Traverse Bay, Elk Rapids, Old Mission, Norwood, 
Charlevoix, ironton. South Arm, East Jordan, Boyne City, Petoskey, Harbor 
Springs, St James. St Ignace, Rogers City, Cheboygan, and Mackinac Island, 
Mich., except that when via the C. & D. Tr. Co., St Ignace and Mackinac 
Island, Mich., take Sault Ste. Marie rates. 

*Duluth and Superior, Wis., points on shore of Lake Superior from 
Superior, Wis., to but not including Ashland, Wis., territory, lying north of 
line of the C. 8c N. W. Ry., Ashland to Saxon, Wis. ; thence territory north 
of the line of the D. S. S. & A. Ry., Saxon, Wis., to Marquette. Mich. ; thence 
all points on shore of Lake Superior to but not including Sault Ste. Marie, 
Mich^ also Sault Ste. Marie, Ft Williams, and Port Arthur, Ont 

* East of the Mississippi River, Minneapolis, Minn., to La Crosse, Wis., in- 
cluding South St Paul, Red Wing, St Louis Park, Hopkins, and Winona. 
Minn.; thence on and north of the line of the C. M. & St P. Ry., through 
Portage, Wis., to Madison, Wis. ; thence via an imaginary line to Schleisinger- 
viUe, Wis. ; thence on and west of the line of the M. St P. & S. S. M. Ry., 
to Fond du Lac, Wis.; thence on, north, and west of the line of the C. & N. 
W. I^y.. through Sheboygan, Wis., to Manitowoc, Wis. ; thence on and south 
of the line of the St P. & S. S. M. Ry., to Menasha. Wis. ; thence on and west 
of the line of the C. & N. W. Ry. to Green Bay. Wis.; including stations 
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Green Bay to Kewaunee. Wis., on the R. G. B. ft W. R. R. ; thence on and 
west of the west shore of Green Bay and north bank of the Menominee 
River to Menominee. Mich. ; thence on, west, and north of the line of the 
C. ft N. W. to Narenta. Mich. ; thence north of an imaginary line to Liarch, 
Mich. (M. St P. ft S. S. M. Ry.). including stations west thereof on the 
M. St P. ft S. S. M. Ry. ; thence via an imaginary line to a point west of 
Alecto, Mich., on the C. ft N. W. Ry. ; thence on and west of the line of the 
C. ft N. W. Ry. to Ashland, Wis. ; and thence south of the shore of Lake 
Superior to the city limits of Superior, Wis. ; thence south of the corporation 
boundaries of Superior. Wis., to a point whence an imaginary line drawn 
westward to Cloquet, Minn., will include Summit, Minn., on the Northern 
Pacific Ry. ; thence on and east of the line of the Northern Pacific Ry. ; to 
Minneapolis, Minn., the point of beginning. 

' Stations on the M. St P. ft S. S. M. Ry., MasonviUe to Sault Ste. Marie, 
Mich. ; Detour, Mich., via the Arnold Transit Co. : Mackinac Island and St. 
Ignace, Mich., via the C. ft D. Tr. Co. 

The rates presented in Table 36 are fixed via the shorter 
or more direct routes, but apply also via the longer or 
more circnitons routes. The lines that comprise the 
shorter or more direct routes from and to some groups 
are the longer and more circuitous routes from and to 
other groups, and the fourth section of the Act to Regu- 
late Commerce is violated in many cases via the cir- 
cuitous routes. 



OCEAN-RAILrAND-LAKE BaTES 

Certain traffic is carried from New York via ocean-rail- 
and-lake routes. The principal route of this character is 
from New York via Long Island Sound to New London, 
thence via rail to Georgian Bay, and thence via lake. The 
scale of rates via this route from New York to Chicago is 
shown in Table 14 and is established on a stated differen- 
tial lower than the rates of the standard rail-and-lake 
routes. 

Another route is that from Boston, Mass., or Provi- 
dence, R. I., via Merchants & Miners Transportation 
Company (ocean route) to Baltimore, thence via rail 
to Sandusky, Ohio, and Ashley & Dustin Steamer Line 
to Detroit, or via rail to Cleveland, and Detroit and 
Cleveland Navigation Company to Detroit. 

Bates via this route are the following differentials 
below the Boston-to-Detroit all-rail rates : 

Classes 1 2 3 4 5 « 

Cents per 100 lbs 15.5 12.3 9 7.7 6.6 3.5 
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River-Canal-and-Lakb Rates 

The Erie Canal, begun in 1816 and completed in 1825, 
represented at that time an initial cost of $7,602,000. Up 
to and including 1896, it was estimated that the cost of 
construction, upkeep, and improvements aggr^ated 
$52,540,000. So effective did this agency prove in the past 
decades, as a transportation medium, that the question of 
its improvement was put to popular vote and a vast ap- 
propriation was authorized to improve the canal to enable 
vessels of one thousand to twelve hundred tons capacity to 
use it. This work is rapidly nearing completion. 

With the resumption of independent water line com- 
petition on the Great Lakes it may reasonably be inferred 
that the Erie Canal will be similarly favored. No through 
rates have been in effect for a number of years by inde- 
pendent water lines. The New York & Western Canal 
line, Inc., of New York, however, published for the sea- 
son of 1916, the following rates from New York to western 
destinations : 



From New York to 



Rates in Cents per 100 Pounds 



Classes 



1 



2 



6 



Utica,N.Y 

Syracuse, N. Y. . 
Rochester, N. Y. 
Buffalo, N. Y . . 
Cleveland, Ohio. 
Detroit, Mich. . . 






17 

20 

21 
40 
41 



15 
18 

19 
35 
37 



14 
15 

15 

28 
29 



12 

12 

12 
19 
20 



11 

11 

11 
17 
17 



10 

10 

10 
15 
16 



The foregoing rates are not made on a fixed basis. 
This company has not extended service, at this writing, 
to Lake Michigan and Lake Superior ports, but it is 
its intention to do so. The canal-and-lake rates to Cleve- 
land and Detroit are much less than the rail-and-lake 
rates, and the service provided by the all-water route com- 
pares favorably with that of the rail-and-lake service. 
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Whether or not there is any traffic on the Erie Canal, 
the potential competition is of incalculable value since 
any considerable increase in rail charges causes the com- 
petition to become sufficiently active and aggressive to 
divert the tonnage from the rail lines. 

There are numerous other artificial waterway projects 
under consideration, among the important ones are a 
9-foot stage of water on the Ohio and Mississippi rivers 
and a proposed canal which would connect the Ohio River 
with Lake Erie, and run along the eastern part of the 
state of Ohio thus serving as an outlet to the Pittsburgh 
district* 



